


"July 18, 1914 


AFFIC WORLI) 


Issued every Saturday by 
THE TRAFFIC SERVICE BUREAU 


Colorado Bullding, 418-430 S. Market St., 
Washington, D. C. Chicago, III. 


Copyright, 1914, by the Traffic Service Bureau. 


E. F. Hamo, President ; 
W. C. Tyrer, 
Vice-Pres. and Gen’l Counsel Sec’y and Treasurer 
Henry A. Parmer, Editor E. C. Vamw Arsper, Manager 
oe eee ap acne taper nametre 

All subscriptions are payable in advance and renew auto- 
matically at end of period unless specific notification to contrary 
is given to publisher, : 

All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 
New York exchange. We have to pay exchange on checks on 
outside banks. 

Ores ec ieee ae etcetera meena 
TERMS OF SUBSCRIPTION 





Cartes CONRADIS, 


ONG YOAP...-ccccccccccccccccccccccccececccccgiasecsessevecces $10.00 
SIX MONE... sc ccsecccescccecsspeccvccsvevseDbovessstcceses 6.00 
Three MONKS. ......cccccccccccccccccccccccsecccccoscccesoee 3.00 
Single COPlES......cccceececccercccccccccrccccccscscessesenes 25 








Advertising rates will be made known upon application. 








Vol. XIV, No. 2 


CONFIDENCE IN THE COMMISSION. 

It is a gratifying sign of confidence in the In- 
terstate Commerce Commission on the part of men 
who actually operate the railroads, that such a 
controversy as existed between the Soo Line and 
the Grand Trunk as to the switching charges on 
ice in Chicago should have been referred to the 
Commission. Generally, the Commission has had 
to take cognizance of such disputes without any, 
help or indication from the railroads. The de- 
cision, being against the Soo Line, officials of that 
company may be inclined, because that is human 
nature, to growl at the court, but the fact that 
they submitted their controversy in a formal com- 
plaint shows that so far as operating officials are 
concerned, the old feeling that the Commission 
could not possibly have any understanding of such 
matters and would prove a marplot if invited to 
say something on the subject, is disappearing, if 
it has not all gone. 


Saturday, July 11, 1914 








RATES AND STATE RIGHTS. 


The railroad commission of Texas is making 
a bad face over the pill the United States Supreme 
Court gave it to swallow when it decided that the 
railroads might either advance rates in Texas to 
remove the discrimination against Shreveport, La., 
or reduce the rates from Shreveport. Of course, 
the carriers chose to advance the Texas rates, and 
accordingly they submitted to the commission a 
tariff increasing rates from Houston and Dallas 
to East Texas points. But the commission 
chooses to regard the filing of the tariff as a mere 
courtesy on the part of the railroads and takes the 
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ground that its approval or disapproval is of no 
consequence since the Supreme Court has stepped 
in and invaded the rights of the state. If there 
be any basis for the complaint of the chairman of ° 
the state commission that the Interstate Commerce 
Commission never touches Texas rates but to 
raise them, may it not at least be suspected that 
the trouble is with the rates rather than with the 
Commission? The carriers insist that the Texas 
commission has apparently considered it to be its 
bounden duty to grind down rates on the theory 
that the railroads were getting too much, no mat- 
ter what they got. The question of whether the 
Federal Commission should have the power to 
override the state commissions is an open one, as 
old as the question of state rights, but it is difficult 
to see how the Federal Commission can with any 
degree of success attempt to regulate rates if it 
is not to have the power to supersede a state com- 
mission in a case such as this one. At least its 
power seems to have been beneficently invoked in 
this particular instance. 


EFFECTS OF NEW HAVEN REPORT. 


Nearly everything of any importance that hap- 
pens in railroad circles these days is considered in 
relation to its bearing on the advanced rate case. 
The New Haven investigation, on which the In- 
terstate Commerce Commission has just made its 
report to the United States Senate, is no excep- 
tion. It bears a relation to the matter of advanced 
rates, if for no other reason, because it has occu- 
pied much of the time of the Commission, and 
from that point of view alone its completion might 
reasonably be expected to hasten in some degree 
the final disposition of the rate case. The comple- 
tion and submission of the report, which finishes 
the New Haven matter as far as the Commission 
is concerned, enabled the commissioners to give 
their undivided attention this week to the question 
of increased rates. 

It is being pointed out that if the Commission 
sees fit to deny the application for higher rates, 
one reason for the denial may be Seen in the New 
Haven report, namely, careless capitalization, if 
that be a proper characterization of the kind of 
work done by those who expanded the New Haven. 
For instance, much of the $204,000,000 the Com- 
mission reported the New Haven as having spent 
“outside the sphere of its railroad interests,” went 
into trolleys, the rates on which are fixed, and on 
the stock of which dividends can be earned only 
if the volume of their business increases much 
more rapidly than the cost of operation, extension 
and maintenance. There is no official reason for 
saying that the Commission planned to have the 
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New Haven report sent to the Senate as a sup- 
port for denial of part of the application for per- 
mission to increase rates. It is merely suggested 


‘by those who have been considering the subject 


from various angles. It takes no argument to 
show that such a suspicion is not to be despised. 

The report is expected to furnish additional 
influence to induce Congress to grant the authority 
the Commission has long sought to supervise the 
issuance of capital stock and bonds. Its effect is 
also expected to be felt on the various proposals 
to extend the provisions of section 20 of the Act 
to Regulate Commerce so as to enable the Commis- 
sion to obtain from anybody any paper having any 
bearing upon any financial transaction between a 
common carrier subject to the act and any other 
person or persons. 


The way in which the Commission has ac- 
quitted itself in the New Haven investigation will 
add interest to the operation it now proposes to 
undertake of probing into the financial affairs of 
the Rock Island road. Solicitor Folk, of the Com- 
mission, who conducted the case against the New 
Haven, is gathering material with reference to the 
activities of the Reid-Leeds-Moore syndicate, and 
more interesting testimony may be looked for. 
Much of this has a bad effect, no doubt, and helps 
create antagonism in the public mind to the de- 
mands or requests of the railroads for considera- 
tion in the matter of rates. If it shall in any meas- 
ure contribute to a denial of the increases the car- 
riers contend they need, it may work a hardship. 
But, in the long run, it cannot but be of benefit 
if it instills the lesson that the carriers must come 
up with clean hands if they expect their appeals 
to be listened to, and if it operates to bring about 
sane and efficient management of railway affairs. 
Indeed, it has already, we believe, brought this 
condition about, but it may be that there are pen- 
alties still to be paid for the sins of the past. 


ORDERS VACATED AND CHANGED 





The Commission has vacated its I. & S. No. 334, 
suspending C. & W. W. I. C. C. No. 7486, as of July 20. 
The carrier has filed a tariff, effective on that day, 
which ‘contains a reconsignment rule in conformity with 
the views of the Commission in its report of March 9, 
ime LS. CG, 


The Commission has annulled and set aside its 
order of May 28, 1914, in Docket No. 5295, Toledo Prod- 
uce Exchange vs. Ann Arbor et al. In its stead it has 
issued an order, effective August 1, the same date as 
before, that is identical with the annulled order, except 
that the columns of rates marked “Local; all grain,” 
and “Local products,” are omitted; the body of the opin- 
ion deals with ex-lake rates only. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 





F. W. Meadows, a member of the Uniform Classifi- 
cation Committee, was born in England. His education 
was acquired in the public schools of Elyria, O., and at 
Oberlin College, from which he was graduated in 1876. 





F. W. MEADOWS. 


After graduation he was for three years in the employ 
of a manufacturing firm in St. Paul, Minn., wren he was 
transferred to Davenport Ia. In February, 1885, owing 
to changes in the firm, he came to Chicago and entered 
the ticket auditor’s office of the Chicago & Northwestern 
Railway. In March, 1885, he was appointed secretary 
of the Western Classification Committee, which position 
he held until March 1, 1909, when he was appointed by 
the executive officers of the western lines a member of 
the Uniform Classification Committee. 





“SOUTHERN INCREASES PLANNED. 

That the railroads operating in Georgia and other 
southern states are planning to increase freight tariffs 
to competitive basing points under the long-and-short-haul 
provision of the Interstate Commerce Commission, is the 
assertion of J. Prince Webster, rate expert for the Georgia 
commission. “The enforcement of the long-and-short-haul 
provision would materially increase freight rates to com- 
petitive points in Georgia,’ said Mr. Webster. “This 
means that cities like Atlanta, Macon and Augusta will 
pay a higher rate on freight than local points like Gaines- 
ville, Marietta and Douglasville.” 
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CURRENT TOPICS IN WASHINGTON 


New Haven and Government 
Ownership.—There can be no fact 
more certain than that the members 
of the Interstate Commerce Com- 
mission are not looking-upon the 
facts unearthed by them in the New 
Haven inquiry as tending either to 
argue for or to make necessary 
government ownership of railroads. 
Everything any of them has said on 
the subject negatives any suspicion 
that they would approve such a solution. For a dozen 
years they have been advocating more regulation to the 
end that the things the New Haven directors have been 
accused of doing might not be done. They have desired 
some measure of control over the directors of railroads. 
Congress has not now and never has had any excuse 
for shivering with horror over abuses by directors of 
railroads. The same is true with regard to the people 
of the country. At all times the advice of the Commis- 
sion has been to give control over the directors and their 
financial operations, mainly because the states have not 
exercised over them even the small measure of power 
conferred by legislative enactments. Frankly speaking, 
it may be said there is no feeling among the Commis- 
sioners that the New Haven report is to be read as evi- 
dence that public regulation of privately owned trans- 
portation companies has been a failure. The mere fact 
that there is such a report, one man pointed out. is to 
be taken as giving assurance that public regulation can 
be made an unqualified success. It would be expensive, 
but public ownership would be more expensive. There 
is hardly a man who does not subscribe to the soundness 
of the declaration that public service is more extravagant 
in men, time and materials than a similar private service. 
Would government operation of the railroads be an ex- 
ception to the rule? 











Tap-Line Action—In the language of a dialect song, 
“Where, oh, where, has my little tap line gone?” Without 
doubt there are tap-line owners, not to mention attorneys, 
who have been asking that question, if not singing it. 
In fact, it may be asserted as a truth that they have 
been framing the query in one form or another, nearly 
every day since the Supreme Court seemingly disposed 
of the matter in its judgment and opinion, now more 
than six weeks old. Ten days ago some of those inter- 
ested were filled with optimism. They expected some- 
thing to be done soon. Something was. The complaint 
of the Helena, Parkin & Northern was merged with 
I. and S. No. 11, which, for the benefit of those not 
directly concerned in either the tap or industrial line 
matter, it may be remarked, is the docket number of 
the tap-line cases, given years ago. It is no violation 
of any rule of ethics to say that that merging is not 
what was expected. Industrial railways men have also 
been optimistic. They expect the positive order at any 
time. They are prepared for it; in fact, looking for it 
before the adjournment of the Commission. 

Conferences have been resumed between Chairman 
Harlan of the Commission and Luther M. Walter 
with regard to the tap .lines which won their cases 
in the Supreme Court, and as to which there was 
a report that tariffs might be allowed to be filed on 
short notice. So far as can be learned, the whole matter 
is at a standstill. The trunk lines, it is stated, have 
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agreed to make no change in the situation; that is, they 
have decided they will allow the broken through route and 
joint rate arrangements to remain broken. In the ab- 
sence of an order from the Commission there can be no 
change so long as they hold that position. The tap-line 
companies might go into court; that is to say, it is con- 
ceivable that some kind of application might be made to 
a judge in chambers, but what could be asked for and 
what could be obtained are matters of speculation only. 





Anti-Trust Program.—While the Senate committees 
having charge of the anti-trust bills, among which are 
included the stock and bond bill and amendments to the 
twentieth section of the Act to regulate commerce, had 
not, at the time of this writing, joined the bills into one 
measure, it is believed that the intelligent public senti- 
ment of the country will so crystallize as to make the en- 
actment of the substance of the Rayburn bill a certainty, 
even if the trade commission bill fails to get through 
in anything other than a ragged condition. The possi- 
bility of such a fate befalling the Newlands trade com- 
mission bill has been suggested by well-informed men. 
The opposition of Democratic senators, some avowed, 
but more concealed, raises the question as to whether 
it can be put through without amendment. No such 
question, however, prevails as to the Rayburn bill. Of 
course, it has been assumed that that measure will be 
changed, as indicated by reports of what has been sug- 
gested in committee, but the substance of the bill will go 
upon the statute books. The New Haven report is rec- 
ognized as furnishing the material for strong arguments 
on the part of those who are willing to subscribe to a 
demand for “regulation, regulation, and still more regu- 
lation,’ as a way out from the situation shown by that 
report to be possible of creation on practically any rail- 
road system of the country. 





A Little Romance —In the midst of unromantic clas- 
sifications, guide books, tariffs and smeary expense bills, 
it will not hurt the shipper or consignee whose freight 
ever goes into territory affected by the decision in the 
intermountain case, to stop long enough to sense the 
fact that the elimination of the most objectionable part 
of the “back-haul rate,” as .to all freight, takes place on 
January 1, the day the Panama Canal is to be formally 
opened. That waterway was made a certainty by the 
objections the shippers and receivers of freight in the 
intermountain country kept before the country all the 
time for the last twenty years. It is also worth recalling, 
just for the sake of getting one’s mind off the afore- 
mentioned unromantic, but exceedingly necessary articles, 
that it is just about 400 years ago that the agitation for 
the construction of the canal was begun. That followed 
the realization, forced by Balboa’s discovery of the Pacific, 
that the route to.India was blocked by a continent, the 
existence of which was not suspected by the Genoese 
navigator, and the further realization that by some digging 
a straight route to the Indies could be formed. 

A. E. H. 


NO CONGRESSIONAL INQUIRY. 

On the ground that no real public interest would be 
served by a congressional investigation of charges of 
high finance in the Wabash-Pittsburgh Terminal Railway 
and in the Pere Marquette and Rock Island systems, as 
proposed by pending resolutions, the House commerce 
committee decided Thursday to leave those inquiries to 
the Interstate Commerce Commission in its railway valua- 
tion work. The Commission agreed with that view. 
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Decisions of Interstate Commerce Commission 


MOLASSES RATES TO KNOXVILLE 


I. & S. NO. 322 (30 I. C. C., 613-614) 


Submitted April 4, 1914. Decided June 9, 1914. 


Proposed domestic rate of 33c per 100 pounds on “‘blackstrap”’ 
molasses in carloads, being the same rate which governs the 
transportation of all other molasses from New Orleans, La., 
to Knoxville, Tenn., found to be justified, except in so far 
as it may violate the long-and-short-haul clause in com- 
parison with a rate of 32c to Bristol, Tenn. 


Charles Kimmich for Traffic Bureau of Knoxville, 
Tenn. 

William Burger for Louisville & Nashville Railroad 
Co. 

Frank W. Gwathmey for Florida East Coast Railway 
and other respondent carriers. 


Report of the Commission. 


HALL, Commissioner: 

There is involved in this proceeding the reasonable- 
ness of a proposed rate of 33 cents per 100 pounds for 
the transportation of “blackstrap” molasses in carloads 
from New Orleans, La., to Knoxville, Tenn. This is the 
present rate applicable to all other molasses and sirup 
generally, and prior to Nov. 9, 1912, it applied also to the 
movement of blackstrap. The latter was, on that date, 
accorded the present special rate of 25 cents when moving 
in tank cars. The carriers now propose to cancel the 
special rate, and thus put blackstrap on the basis: which 
governed formerly. The tariff under suspension herein 
provides that a class rate of 56 cents will obtain in lieu 
of the 25-cent rate, but the carriers upon hearing and in 
brief announce their intention to apply. to blackstrap the 
present commodity rate of 33 cents on molasses and sirup 
if the suspension order herein is vacated. 

Blackstrap molasses is a sugar-cane product of low 
grade, containing less sugar than the higher grades of 
molasses, and is used very largely as a sweetening in 
the manufacture of mixed feeds for animal use. The pro- 
test herein is on behalf of a manufacturer of such feeds 
at Knoxville. Blackstrap is also used to some extent for 
human consumption interchangeably with higher grades of 
molasses, and as an ingredient in the manufacture of cer- 
tain articles of food for man. Its value is less than that 
of the lowest grade of table molasses, and not more than 
25 per cent of the value of the highest table grade. Whether 
the ordinary observer or an inspector can distinguish 
blackstrap from the other grades of molasses is in dis- 
pute in this record. The practical difficulty in determining 
with certainty whether any given shipment, when made, 
is of one grade or another, is a reason, although not con- 
trolling, for applying the same rate to all grades. 

Knoxville is the only point in southern territory where 
blackstrap is on a rate plane different from that of other 
grades of sugar-cane molasses, and this only since Nov. 
9, 1912. The special rate was then named at the solicita- 
tion of the manufacturer who now protests, and, so the 


carriers say, upon misleading representations as to the 
nature of the commodity and the traffic expected to move. 
Be that-as it may, it is the fact, to be read from the tar- 
iffs, that the proposed rate merely cancels a special rate 
to one destination, and puts blackstrap to Knoxville upon 
the rate plane governing that commcdity in all southeastern 
territory. Other southeastern points also use blackstrap 
in the manufacture of mixed feeds for animals. It is 
not to be understood, however, that blackstrap should 
always take the rate applicable to all other molasses and 
to sirup generally. ~ 

There is much in the record regarding mixing-in- 
transit arrangements formerly in effect at Knoxville, and 
there is reason to believe that the present rate was estab- 
lished to bring about the same result as did the former 
transit rates. The record discloses more recent mixing- 
in-transit arrangements permitted at Owensboro, Ky., by 
respondent Louisville & Nashville Railroad Co., whereby 
the net rate on blackstrap in carloads to that point was 
reduced to 15% cents. -But that arrangement was canceled 
before the hearing of this proceeding, and blackstrap now 
moves from New Orleans to Owensboro at the carload rate 
of 21 cents, which governs all molasses. 

As already said, the proposed rate of 33 cents is the 
rate at which, prior to and since the date when the present 
special rate went into effect, all other molasses has moved 
in carloads from New Orleans to Knoxville. It is part of 
a regular southeastern rate adjustment, which includes a 
carload rate per 100 pounds of 28 cents to Atlanta and 
Rome, Ga., and Chattanooga, Tenn.; 30 cents to Augusta 
and Macon, Ga.; and 32 cents to Bristol, Tenn. Compared 
with the latter, however, the proposed rate of 33 cents 
would apparently violate the long-and-short haul provision 
of the fourth section, because Knoxville, on shipments from 
New Orleans via the routes over which the increased rate 
applies, is intermediate to Bristol. 

Upon the whole record the Commission finds, and the 
order herein will provide, that for the transportation of 
blackstrap molasses in carloads from New Orleans to 
Knoxville, the respondents should publish a rate not in 
excess of the present rate from New Orleans to Knoxville 
on all other grades of molasses, and not in violation of the 
long-and-short-haul provision of section 4 of the act to 
regulate commerce. 





ORDER. 

It is ordered, That the carriers respondent hefein and 
designated in said schedules be, and they are hereby, noti- 
fied and required to cancel on or before Aug. 10, 1914, the 
rates, charges, practices and regulations stated in the 
schedules specified in said orders of suspension. 

It is further ordered, That said carriers shall continue 
in force and for a period of not less than two years from 
said Aug. 10,1914, maintain and apply to the transportation 
of the traffic described in said schedules, from the points 
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of origin to the points of destination named in the sched- 
ules covered by said orders of suspension, a rate not in 
excess of 33 cents per 100 pounds, and not in violation of 
the long-and-short-haul provisions of the Act to regulate 
commerce. 


PIG IRON FROM VIRGINIA 


NO. 5891. (30 I. C. C., 615-620) 
LOW MOOR IRON CO. OF VIRGINIA ET AL. VS. CHES- 
APEAKE & OHIO RAILWAY CO. ET AL. 


Submitted March 11, 1914. Decided June 9, 1914. 
Upon complaint of certain producers of pig iron in Virginia that 
the rates quoted to them for the transportation of pig iron 
from their furnaces to points in New England and the mid- 


To Baltimore, Md. To Philadelphia, Pa. 


Per Per 

ton- ton- 

Per mile, Per mile, 

From— Miles. ton. mills. Miles ton. mills. 
Low Moor, Va. ......... 255 $2.45 9.6 351 $3.00 8.5 
HORE. WR. oes s-c0eecs 319 2.45 7.6 362 3.00 8.3 
Pitteiuregh, Pa.......<. 329 2.15 6.5 348 2.25 6.4 
Emporium, Pa. ........ 275 1.80 6.5 294 1.80 6.1 
| Ne eer 207 1.50 7.2 225 1.60 7.1 
Punxsutawney, Pa. ... 265 1.85 6.9 284 1.85 6.5 
Youngstown, O. ....... 395 2.58 6.4 414 2.65 6.4 
| ee 395 2.45 6.2 416 2.45 6.0 


dle Atlantic states are unreasonably high as compared with 
rates quoted to producers of pig iron at competing points in 
Pennsylvania and New York; Held: That said rates are 
unreasonable and unjustly discriminatory and should not 
exceed the rates named herein. 


D. D. Hull, Jr., and Frank Lyon for complainants. 
W. C. Coleman for Baltimore & Ohio Railroad Co. 
W. L. Kinter for Philadelphia & Reading Railway Co. 
Henry Wolf Biklé for Pennsylvania Railroad Co. 


Report of the Commission. 
DANIELS, Commissioner: ~ 

The rates attacked in this proceeding are those upon 
pig iron from certain furnaces in Virginia to points of 
destination mainly in New England and the middle states. 
Certain of these furnaces are located upon the Chesa- 
peake & Ohio; others upon the Norfolk & Western. All 
rail traffic from the Chesapeake & Ohio furnaces passes 
through Potomac Yards by the most direct route, while 
that from furnaces upon the Norfolk & Western passes 
through Hagerstown. From both points of origin there 
is however, another route via Norfolk and the New 
York, Philadelphia & Norfolk, which route takes a so 
called rail-and-water rate. The furnaces themselves are 
located within a comparatively close range, and the same 
rate applies from all these Virginia furnaces. It was 
conceded that Low Moor was fairly representative of 
points upon the Chesapeake & Ohio, and Roanoke of points 
upon the Norfolk & Western. The. distance from Roanoke 
is slightly greater than from Low Moor to all the points 
in question, but this difference, in proportion to the en- 
tire distance, is not significant, and in the present dis- 
cussion Low Moor will be taken as typical of the Vir- 
ginia furnaces. 

It was said that Baltimore, Philadelphia, New York, 
Stamford (Conn.), and Boston were fairly illustrative of 
points of destination. Below are given the all-rail and 
distances from Low Moor to these various points: 


To— 


RE in Ph SS i ik So dneds oc owes cca ae 255 - $2.45 
SD pong oe Sadie Sova. s OSS ohne Shawne sone 351 3.00 
BE I adsinc nods .o Whew bniars Ro ares h.as a oes Dames om 442 3.95 
EE oS. ono Vanes 2 > bee Voie ahhd + abet bok secensan 478 3.75 
BE asd hems. cic np 5a da 4 Sere bt 4 SS oh caherb any aes Seek 653 3.75 


It will be observed that the rate to New York is 
greater than to New England though the distance is 
materially less. 
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The pig iron produced at these Virginia furnaces is 
of a peculiar quality and is used for particular purposes. 
It does not sell in competition with all pig iron but only 
with that of a similar character. The evidence in this 
record tends to show that iron of the same character 
is produced at certain points in New York, Pennsylvania, 
and Ohio, and it was said that of these competing points 
the principal ones were Pittsburgh (a single furnace), 
Emporium, Saxton, Punxsutawney, in the state of Penn- 
sylvania, Youngstown, Ohio, and Buffalo, N. Y. Below 
is given a table showing the all-rail rates and distances 
from Low Moor, Va., and these competitive points of 
production to Baltimore, Philadelphia, New York, Stam- 
ford, and Boston. 


To New York, N. Y. To Stamford, Conn. To Boston, Mass. 


Per Per Per 

ton- ton- ton- 

Per mile, 5 Per mile, Per mile, 

Miles. ton. mills. Miles. ton. mills. Miles. ton. mills. 
442 $3.95 8.9 478 $3.75 7.8 653 $3.75 5.8 
453 3.95 8.7 487 3.75 7 717 3.75 5.2 
439 2.45 5.5 473 2.65 5.6 652 2.65 4.0 
385 2.00 5.2 419 2.45 5.8 599 2.45 4.0 
316 2.05 6.5 350 2.35 6.7 529 2.35 4,2 
375 2.40 6.4 409 2.45 6.0 588 2.45 4.2 
505 2.85 5.6 539 2 85 5.3 727 3.05 4.1 
411 2.45 5.9 445 2.45 5.5 498 2.45 4.9 


From an examination of this table it will be seen that 
the rates from Virginia furfiaces are materially higher, 
mile for mile, than the rates from these competing points. 

As already noted, this all-rail traffic from points on 
the Chesapeake & Ohio moves through Potomac Yards, 
while that from Norfolk & Western furnaces moves 
through Hagerstown. At Hagerstown and Potomac Yards 
this traffic is received by connections of the originating 
lines, and these connecting lines handle it to destination. 
The lines up to Hagerstown and Potomac Yards are 
ordinarily termed Southern lines, while those beyond 
are known as Northern lines. It was shown that the ton- 
mile receipts of the Southern lines as their division of 
the through rate were materially less than those received 
by the Northern lines; and not appreciably higher than 
ton-mile receipts on pig iron generally in the Southern 
Territory. This is exhibited by the following table show- 
ing the number of miles south and north, together with 
the amount received by the respective lines. 

DIVISION OF RATES FROM LOW MOOR. 


























Rate 
per ton- 
Division mile, 
Miles. of rate mills. 
To Baltimore: 
Lines south of Potomac Yards........ 215 $1.45 6.7 
Lines north of Potomac Yards........ 40 1.00 25.0 
ME aiitis be dire ie ardie ek hd ooo o a ea otes 255 2.45 9.6 
To Philadelphia: 
Lines south of Potomac Yards........ 215 1.45 6.7 
Lines north of Potomac Yards........ 136 1.55 11.4 
WU. een écotad sein acs pdabwarcacesWeds 351 3.00 8.5 
To New York: 
Lines south of Potomac Yards........ 215 1.45 6.7 
Lines north of Potomac Yards........ 226 2.50 11.0 
NS oa esp re bemhak ce aices Mk Aeon 441 3.95 9.0 
To Stamford: 
Lines south of Potomac Yards........ 215 1.25 5.8 
Lines north of Potomac Yards........ 263 2.50 9.5 
EC Uno kaeres trea s kaoea ens ae eine 478 3.75 a5 
To Boston: 
Lines south of Potomac Yards........ 215 1.25 5.8 
Lines north of Potomac Yards........ 438 2.50 5.7 
hehe 35055 Biss Sahoo ee Ie 653 3.75 5.7 


It will be seen from an examination of this table 
that the haul of the Southern lines is about 215 miles 
and the division $1.45, except when the traffic is for 
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New England points, when a division of $1.25 is accepted. 
The haul of the Northern lines is as great on the average 
as that of the Southern lines, or even greater, but the 
division accruing to the former is much greater. With 
the exception of rates. to Boston, where the division is 
practically equal, the Northern line receives on the av- 
erage, mile for mile, nearly twice as much as the South- 
ern line. 

It will also be seen that the per-ton-mile rate re- 
ceived by the Northern lines for the carriage of pig iron 
from Northern competing furnaces is much less than the 
per ton-mile rate received by them for the carriage of 
the competing traffic from these. Southern furnaces. 


The evidence shows that in recent years the South- 
ern furnaces have suffered severely in New England and 
at other points in the middle states from this competition, 
and it is insisted that in the near future the Southern 
furnaces will be entirely driven out of business in this 
territory unless a fair adjustment of freight rates can be 
secured. Complainants therefore allege that rates exacted 
from them are both unjust and unreasonable as well as 
unjustly preferential to their Northern competitors. 

Defendants in support of rates now exacted contend 
first, that two regions of essentially different rate struc- 
ture are involved, the so-called Southern having a rate 


structure, both class and commodity, higher than that’ 


long established to the North; second, that to shrink the 
rates from the Virginia points to a basis comparable to 
that in vogue in the Northern Territory would be likely 
to dislocate a great part of the long-established rate 
structure of said Northern Territory. 


In reply to defendants’ first contention, it may be 
said that the fact that a portion of the haul is through 
what is commonly called Southern Territory does not 
conclusively determine that the rate from the Southern 
points must be materially higher than a haul of 
substantially the same distance lying wholly in North- 
ern Territory. Admitting that a _ relatively higher 
rate structure prevails in Southern Territory than in the 
territory north of the Potomac and Ohio rivers, it does 
not necessarily follow that hauls originating in Southern 
Territory must bear the permanent impress of the per- 
ton-mile rates there prevailing, especially where that por- 
tion of the through haul lies in a district so thickly 
populated and in which traffic moves in such quantities 
that it may fairly be questioned whether the same high- 
rate structure should prevail there as naturally prevails 
in that part of the Southern Territory which is more 
sparsely settled and where transportation costs are rela- 
tively higher. 


Defendants’ second contention was that a reduction 
of the rates from Southern points would throw out of 
balance a long-established rate structure. They show 
that rates in Northern Territory are based on the New 
York-Chicago rate and that the rates from the points 
mentioned in’ the foregoing table are established in just 
relation to those between other producing and consuming 
points in Northern Territory. It may well be that these 
rates are justly related to similar rates in that section; 
and since they have been long established and main- 
tained at substantially their present figure, it may well 
be contended, in the absence of proof to the contrary, 
that they are just and reasonable as between points in 
that region. But it does not follow that the adjustment 
as between points in that region and points in the South- 
ern Territory is just and reasonable. 

Defendants also contend that the shrinkage of the 
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rates from Virginia furnaces to the level of rates enjoyed 


by their Pennsylvania and New York competitors would 


provoke the latter in turn to insist upon a further de- 
pression in the rates on Pennsylvania and New York 
iron. This contention does not impress us favorably. 
The question at issue is, do the present rates work rela- 
tive injustice to the” Virginia furnaces? If they do, and 
we so hold, the allegation that when the remedy is ap- 
plied, the Northern competitors will again insist upon 
being accorded a new preferential advantage, amounts 
to saying that the Northern furnaces and their carrier 
allies contend for a permanent coign of unjust advantage 
for the furnaces of one region. We are of the opinion 
and so hold that the present rates from these Southern 
furnaces to the various destinations named are unjustly 
preferential to the operators of Northern furnaces, and 
unjustly discriminatory as against their Virginia com- 
petitors. 

The Northern carriers further assert that they may 
properly make more favorable rates from Northern fur: 
naces for the reason that those furnaces are located upon 
their own lines, and that collateral merchandise and 
commodity traffic inbound justify the lower rate on the 
pig iron from points on their own lines. The raw nia- 
terial which that furnace uses is brought in by the North- 
ern line; the community which that furnace builds up is 
served by the Northern line; it is therefore for the in- 
terest of that line to promote its own furnace by giving 
to it a lower rate of transportation. Without deciding 
whether such considerations may not warrant some mod- 
erate allowance in the construction of its transportation 
charges, manifestly it can not proceed to the point of 
establishing charges so disproportionate as by comparison 
to be unjust or unreasonable. 

It will be observed that the rates from the Virginia 
furnaces to the points of destination, such as Baltimore, 
Philadelphia, and New York, are from 20 to 50 per cent 
higher than the rates from other representative furnaces, 
such as Birmingham, Ala., east of the Mississippi River 
to points ranging from 250 to 750 miles distant there- 
from, as seen by the following table, introduced by com- 
plainant, and taken from New Orleans Board of Trade Vv. 
L. & N. R. R. Co., 23 I. C. C., 429. [The Traffic World, 
May 25, 1912, p. 1037.]: 


Rate Rate 
Rate per per 100 per ton- 


From Distance, gross pounds, mile, 
Birmingham, Ala., to— miles. ton. cents. mills. 
ee Ce, PM. og odo ocir neces 355 $3.00 13.4 7.55 
SUTIN, WR oot ccdccccces 485 2.75 12.28 5.07 
COR, Bh Biscckccicacneetos 468 2.75 12.28 5.25 
I, Cn keener e-s-auinte 434 2.75 12.28 5.66 
ER GINS teiac Sed e6c ate we 443 2.75 12.28 5.55 
eS eer 360 2.75 12.28 6.83 
Se OES GE cnc sadeecawoes 436 2.75 12.28 5.64 
MR SMS Alii a o's rgie k <-deee 256 1.65 7.36 5.75 
NG ON esata shang, ccm a's cin dna 337 2.00 8.93 5.30 
SN CI. fate se Sag waetnaroen 166 1.00 4.46 5.37 
TORRE. TO, 6. occ rcendacse 207 2.00 8.92 8.61 
eae 394 3.00 13.4 6.80 
a NS ere 496 3.75 16.7 6.73 
CEE, “GID. 6.6.5 wo ocdamesss 481 3.25 14.5 6.03 


Also, that the ton-mile rates from Virginia points of 
origin to destinations, such as Cincinnati, Chicago, and 
St. Louis, are much lower than the ton-mile rates in 


_ question. 
Rate per 
Rate per ton- 
Distance, gross mile, 
From— To— miles. ton. mills. 
Low Moor, Va.. Chicinnati. Ohio ...... 383 $2.35 6.1 
Low Moor, Va.. CO, EE, diy 0.0.00 49-0 681 3.20 4.7 
Low Moor, Va.. pe Oe aaa 716 3.60 5.0 
Roanoke, Va.... Cincinnati. Ohio ...... 436 2 35 5.4 
Roanoke, Va.... Seer 734 3.20 4.4 
Roanoke, Va.... Ot. Tews: Me >. .so<+<: 769 3.60 4.7 


Further, that the car-mile earnings under the mini- 
mum loadings upon pig iron exceed by 50 per cent the 
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car-mile earnings between the Virginia points and Phila- 
delphia, Baltimore, and New York upon timber, wood 
pulp, cattle, and soda ash, and that under the actual 
loading, the car-mile earnings of the pig iron exceed 
those of other heavy commodities by more than 50 per 
cent; that in the division of rates upon pig iron north 
and south of the gateways, the Northern lines demand 
nearly 50 per cent more per ton-mile than the Southern 
lines, yet these Southern lines earn upon the pig iron 
hauls involved about the same per-ton-mile revenue as 
is customary in other parts of the Southern Classification 
Territory. 

We are of the opinion and find that the rates to Bal- 
timore, Philadelphia, and New York, and points taking 
the same rates from the Southern points here in ques- 
tion, are unreasonable per se, and that the rates to Bal- 
timore, Philadelphia, New York, and Boston, and the 
points taking the same rates from the Southern points 
in Virginia, are unjustly discriminatory, and that such 
rates should not exceed the following: Baltimore, $2.25; 
Philadelphia, $2.75; New York, $3; and Boston, $3.25. 

If tariffs quoting’ the rates herein found to be rea- 
sonable are not filed before Aug. 15, 1914, an appropriate 
order will be issued. 


RATES ON FRUITS 


FOURTH SECTION APPLICATIONS NOS. 639 AND 2176 

(30 I. C. C., 621-634) 

IN THE MATTER OF RATES ON TROPICAL FRUITS 
FROM GULF PORTS TO VARIOUS DESTINATIONS. 


Submitted March 1, 1914. Decided June 12, 1914. 


Carriers transporting tropical fruits from gulf ports to various 
points of destination in the states of Missouri, Oklahoma, Ar- 
kansas, Kansas, Iowa, Minnesota, Nebraska, South Dakota, 
Illinois, Wisconsin, etc., at lower rates than are charged to 
intermediate points ask to be allowed to continue the mak- 
ing of higher rates to intermediate points; Held: That— 

1. Carriers engaged in the transportation of bananas and cocoa- 
nuts from Galveston and other Texas ports to points east of 
the Missouri River and the line of the Kansas City Southern 
Ry. Co. should be allowed relief from the fourth section to 
meet the competition of rail lines from New Orleans en- 
gaged in the transportation of the same commodities im- 
ported through that port. 

2. Carriers whose lines are circuitous engaged in transporting 
bananas and cocoanuts from Galveston and other Texas ports 


to points on and west of the Missouri River and the line of 


the Kansas City Southern Ry. Co. granted relief from the 
fourth section in cases where their lines are 15 per cent 
longer than the more direct lines between the same points. 

3. Carriers transporting tropical fruits from New Orleans and 
Port Chalmette, La., Mobile, Ala., and Pensacola, Fla., to 
points on and west of the Mississippi River, whose lines 
are 15 per cent longer than the short line between the same 
points granted relief from the fourth section. 

4. All other relief prayed for in said applications Nos. 639 and 
2176, respecting rates on tropical fruits from Texas ports to 
all destinations and from other gulf ports to destinations on 
and west of the Mississippi River, denied. 


Frank W. Gwathney for Illinois Central Railroad Co., 
New Orleans & Northeastern Railroad Co., and other car- 
riers. 

C. S. Burg for Missouri, Kansas &. Texas Railway Co., 
and Missouri Kansas & Texas Railway Co. of Texas. 


Fred G. Wright for Missouri Pacific Railway Co., St. 


Louis, Iron Mountain & Southern Railway Co., Texas & 
Pacific Railway Co., and other carriers. 

L. M. Hogsett for International & Great Northern 
Railway Co. 

W. F. Dickinson and W. T. Hughes for Chicago, Rock 
Island & Pacific Railway Co.; Chicago, Rock Island & Gulf 
Railway Co.; Trinity & Brazos Valley Railway Co., and 
St. Paul & Kansas City Short Line Railroad Co. 

D. L. Meyers and J. R. Koontz for Atchison, Topeka 
& Santa Fe Railway Co. 

Evans Browne for Kansas City Southern Railway Co. 
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A. C. Fonda for Gulf, Colorado & Santa Fe Railway 
Co. 

Fred H. Wood for’St. Louis & San Francisco Rail- 
road Co. 

G. W. Owen and H. A. Scandrett for Morgan’s Louisi- 
ana & Texas Railroad & Steamship Co., Louisiana & West- 
ern Railroad Co., and other carriers. 

U. G. Powell for Nebraska State Railway Commission. 

Walter S. Whitten for Lincoln Commercial Club. 

A. M. Conners for Commercial Club of Grand Island, 
Neb. 

Robert Pease and Morgan Freshman for Beatrice 
(Nebraska) Commercial Club. 

E. H. Hogueland and Roscoe Hambric for Wichita and 
Hutchinson produce companies. ; 

H. G. Wilson for the Commercial Club of Kansas 
City, Mo. 

H. T. Driscoll for the Topeka Traffic Association. 

William H. Young for Wiley & Morehouse. 


Report of the Commission. 
BY THE COMMISSION: 

The applications which are referred to above cover 
the rates on tropical fruits, viz., bananas, oranges, pine- 
apples, and cocoanuts, from the Gulf ports to practically all 
points in the United States, which do not conform to the 
long-and-short-haul provision of the fourth section. 

Application No. 639 covers rates on tropical fruits 
from Galveston, Port Bolivar, Port Arthur, Texas City, 
Houston, and Orange, Tex., while application No. 2176 
covers rates from New Orleans and Port Chalmette, La., 
Mobile, Ala., and Pensacola, Fla. Hearings have been 
held and testimony has been taken in respect to all rates 
in contravention of the fourth section covered by appli- 
cation No. 639. These are the rates from the Texas group 
of points. Galveston is representative of this group, and 
where we speak of Galveston hereafter we shall have 
reference to the entire group. The carriers that participate 
in these rates, and on behalf of which this application is 
made, consist of all carriers that are shown as participat- 
ing in F. A. Leland agent’s tariff I C. C. No. 776. Hearings 
have also been held and much testimony has been taken 
in respect to the rates from New Orleans, covered by 
application No. 2176. The hearings upon this application 
have not, however, been completed, except as to the rates 
from New Orleans to points west of the Mississippi River. 
Only the rates to these points will, therefore, be dealt 
with in this report, and the remainder will be reserved 
for future consideration. 

The rates via the direct lines from New Orleans to 
these destinations generally conform to the fourth sec- 
tion, or where they do not conform, carriers have signi- 
fied their intention of correcting them. The only relief 
prayed, therefore, in respect to these rates is by the 
long line, that they may continue to meet ‘the rates of 
the more direct lines. 

The situation with respect to the rates from Gal- 
veston, however, is quite different. Where these rates 
do not conform the direct lines, as well as the long lines, 
are in contravention of the fourth section, and both are 
asking to be allowed to continue their present schedules 
of rates. 

The principal departures existing in the rates from 
Galveston are those found in the rates to points on the 
Missouri River, Kansas City, Mo., and north thereof, 
comprising what are generally known as Missouri River 
points, stations basing thereon, and points east thereof. 
The rates to these stations, via all lines, are lower than 








ee 
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the rates to intermediate points, and as practically all 
the lines reaching these points are parties to these rates 
and therefore participate in these departures, they are 
all asking for relief from the provisions of the fourth 
section, and offering as justification therefor the same 
reasons. Therefore, before proceeding to a considera- 
tion of the fourth-section departures existing on the in- 
dividual lines we shall take up the departures existing at 
Kansas City and the other points named and show the 
causes as stated by the carrier, which have produced these 
departures and the justification and necessity for their 
continuance. 


The petitioners ask in application No. 639 for au- 


thority to continue rates on all tropical fruits from Gal- 


veston to Kansas City and other Missouri River points; 
but at the hearing upon this application it was testified 
that there had been no movement of tropical fruits from 
Galveston for many years, except bananas and cocoanuts, 
and that rates on other fruits would be revised in such 
a way as to remove all conflict with the provisions of 
the fourth section. 


The departures from the fourth section in respect to 
the rates on both bananas and cocoanuts are of the same 
character, and the same reasons are offered in justifica- 
tion of them. In the same way the situation at Kansas 
City is the same as that existing at the other Missouri 
River points, and it will be sufficient for an explanation 
of the matter to take up the rates to that point only. 

The rate on bananas via all routes from Galveston 
to Kansas City, Mo., is 58 cents per 100 pounds, and 
this rate is exceeded at intermediate points on all lines. 
The lines reaching Kansas City, through Oklahoma, which 
include the Chicago, Rock Island & Pacific Railway; 
Atchison, Topeka & Santa Fe Railway; St. Louis & San 
Francisco Railroad, and Missouri, Kansas & Texas Rail- 
way, carry higher rates, with a few exceptions, to all 
points on their lines north of the Texas-Oklahoma state 
line, the rates to such points ranging from 62 to 70 cents 
per 100 pounds. 


The Kansas City Southern Railway, which lies farther 
east, also carries higher rates to intermediate points, 
but the rates to points on this line do not begin to exceed 
the rates to Kansas City until a greater distance from 
Galveston has been reached. The rates at such points 
also vary from 62 to 70 cents. To points east of the 
Missouri River the rates are in many instances lower 
than to points on the river; for example, the rate to St. 
Louis is 43 cents per 100 pounds, and to Mississippi 
River points north thereof the rates range from 48 cents 
at Hannibal to 56 cents at Dubuque. To Peoria, Spring- 
field, Chicago, and other points in Illinois the rate is 
51 cents, and the same rate applies to Indianapolis and 
in general to points in western Indiana. The rates to 
points east of Indianapolis and north of the Ohio River 
grade upward again until at Springfield and Columbus, 
O., the rate is the same as to Kansas City, while to 
Toledo and Detroit it is 60 cents per 100 pounds. It 
will be seen, therefore, that the rates from Galveston 
are highest to points in northern Oklahoma and southern 
Kansas and begin to grade downward just before reaching 
Kansas City, reaching their lowest level at points on 
and in the vicinity of the Mississippi River in Illinois 
and in western and southern Indiana, and then grade 
upward again as the distance from Galveston increases. 

In explanation of this adjustment carriers assert that 
these rates were established in order to place Galveston 
on a parity with New Orleans as a port of entry for the 
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importation and distribution of bananas. Witness for 
petitioners testified that bananas were first imported in 
any quantity through Galveston in 1888. 

At that time the importation of bananas through 
New Orleans had been carried on for several years. The 
business had become one of large and growing impor- 
tance. Freight rates had been established and adjusted 
to the needs of the traffic and the competition of ba- 
nanas imported through the Atlantic ports equalized at 
the Ohio River crossings, Chicago, Ill., and other im- 
portant cities in the middle West. 

It was at once apparent that the successful estab- 
lishment of Galveston as a port of entry for the distribu- 
tion of bananas would depend largely upon the ability 
of the importers of Galveston to compete with those of 
New Orleans, and this would require the adjustment of 
rates from Galveston with relation to those in effect 
from New Orleans, so as to place them as nearly as 
possible on an equality with the New Orleans rates. 

With this end in view the Galveston carriers con: 
cluded to establish rates from Galveston on the following 
basis: 


To points east of the Mississippi River the rates from Gal- 
veston to be 10c per 100 pounds higher than from New Orleans, 
provided not in excess of the combination on Mississippi River 
crossings. 

To Mississippi River points, including those on both banks, 
empentee to be 5c per 100 pounds higher than from New Or- 
eans. 

To points west of the Mississippi River and east of the Mis- 
souri River, also- points in Missouri south of the Missouri River, 
and points in the state of Arkansas, the rates from Galveston 
to be the same as from New Orleans. 


To Missouri River points, Kansas City, and north, including’ 


those on both banks, the rates from Galveston to be 5c per 100 
pounds less than from New Orleans. 

To points west of the Missouri River and north of Texas. 
including Oklahoma, the rates from Galveston to be 10c per 
100 pounds less than from New Orleans. 

The rates on cocoanuts-and pineapples, carloads, to be the 
same amount higher or lower than banana rates, as obtained on 
shipments from New Orleans. 


Rates established on this basis remained in effect 
almost continuously and practically without change until 
Aug. 1, 1912, when this basis was displaced by the pres- 
ent one. 

The rates on bananas from New Orleans on which 
the rates from Galveston are based grade up generally 
as the distance from New Orleans increases. The Illinois 
Central Railroad, whose line extends almost due north 
from New Orleans through Cairo to Chicago, appears 
to have been the controlling factor in the establishment 
of these rates. The rates of this company increase as 
its line proceeds northward from New Orleans. Thus 
at Memphis the rate per 100 pounds is 35 cents; at 
Cairo, 39 cents; St. Louis, 43 cents; Chicago, 46 cents, 
and St.- Paul, Minn., 68 cents. The location of these 
points, it will be observed, conforms closely to the course 
of the Mississippi River and the Illinois Central Railroad 
to Chicago. East of the line of the Illinois Central the 
rates grade upward, and west of the Mississippi River 
they also increase with distance. Therefore, when the 
carriers at Galveston came to consider what rates it 


would be necessary to establish to induce the banana 


importers to use Galveston as a port of entry, they 
found that they would be compelled, in order to equalize 
the rates from New Orleans, to establish lower rates 
to the more distant points along the Mississippi River 
and the line of the Illinois Central Railroad between 
Cairo and Chicago and points in close proximity thereto 
than they would be required to establish to Kansas City 
and points farther west, although the traffic to the more 
distant points would, in practically all instances, be 
routed through Kansas City and other points west of 
the Mississippi River, and it is this that has led to the 
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establishment of lower rates to points east of Kansas 
City than are in effect to Kansas City and points south 
thereof in the states of Kansas, Oklahoma, Missouri and 
Arkansas, and to the apparently anomalous and unusual 
condition of rates grading downward for a considerable 
distance, at least, as the mileage increases, rather than 
increasing as ordinarily would be the case. 

During February and March, 1911, further demands 
were made by the Galveston importers upon the carriers 
for a readjustment of rates, it being claimed that under 
the existing adjustment the Galveston dealers were at 
a disadvantage in developing their business on account 
of the more favorable rates enjoyed by the New Orleans 
importers into the central western states. It appears, 
also, that at or about this time, negotiations were com- 
menced beween Galveston lines and the Fruit Dispatch 
Co., which appears to be the sales and distributing agent 
of the United Fruit Co., concerning the use of Galveston 
by that company as a port for the distribution of some 
of its business. It does not appear which of the parties 
began the negotiations. The United Fruit Co. had been 
for several years handling its business through the port 
of New Orleans and doubtless considered that it would 
be more advantageous to distribute bananas from Gal- 
veston into that portion of the Southwest more naturally 
tributary to Galveston than to continue to serve that 
territory from New Orleans. As to exactly what their 
purpose was, the record does not show. 

It was testified that before arranging to use the port 
of Galveston, the fruit company demanded certain con- 
cessions from the Galveston lines, consisting of certain 
changes in the rate adjustment and the equalization of 
port charges at Galveston with those prevailing at New 
Orleans, to which the Galveston lines consented; and as 
a result of this, the former basis of rates was modified 
in some respects. These changes consisted chiefly in 
making the rates to Mississippi River points, including 
those on both banks, the same as from New Orleans, 
instead of 5 cents per 100 pounds above New Orleans, as 
formerly; and rates to points in Illinois and Wisconsin 
5 cents per 100 pounds above New Orleans, instead of 
10 cents, as formerly. The rates on this new basis were 


established Aug. 1, 1912. The Fruit Dispatch Co. began to°- 


import bananas through Galveston in June, 1912, and 
its importations have continued without interruption and 
in increasing volume since that time. 

The bananas that are handled through New Orleans 
and Galveston originate in the same territory. They are 
grown in the countries of Mexico, South America, the 
West Indies, and other countries bordering on the Gulf 
of Mexico and the Caribbean Sea. They are sold at 
both points usually at the same price, which varies from 
$0.90 to $2.40 per 100 pounds, according to the season, 
and the freight charges are paid by the consignees. It 
is apparent, therefore, that the rates from Galveston can- 
not exceed very much, if at all, the rates from New 
Orleans, or Galveston must lose much of the business 
that iis now moving through that port. 

It was suggested by the petitioners that the distance 
from the banana fields to Galveston is greater than to 
New Orleans, and that this gives the latter port an ad- 
vantage over the former in the importation of this traffic. 
While no testimony in support of this contention was 
introduced, it was shown that the distance by rail from 
Galveston to a large portion of the territory of distribu- 
tion served by these two ports is greater than the dis- 
tance from New Orleans. Bananas moving through Gal- 
veston must therefore be hauled a greater distance to 
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many points involved herein than if moved through New 
Orleans. This is true of most of the territory lying east 
of the Missouri River, as shown by the following com- 
parative statement of distances to representative points: 


Galveston, New Or- 

Tex., leans, La., 

To— miles miles. 
PIE Ns bss ra sid. wis aw ¢ orcad haben sue ee es 904 899 
Ce SR nn Sete aue nn Seater esas cemenn eels 1,017 966 
SE Ss re OSS 8 BBG 5 otek Oo nme aie 1,304 1,178 
Ma CRIN, «shu 55 hp shales’ 4.2 Pen woe iene aes 1,405 1,297 
SOE, SNE ck ods odie vc ct as teus cnneeae 1,187 1,023 
Ss BO ns 6 ca ib bo ok a0 e vnsia 6 a We 600% 1,092 953 
le Dn has a pide a Ih Oe ab TRE eee ese 841 718 
EE EPG? 8 Cb cb obs ood ckb cbsieee raiceSes 599 396 
SR IE i 6 haba eich, oiiaial aha mdioic nebo nig ale Sale 1,124 930 
I MN cn ugk an Gib ae ee 6 cane bee 39 829 


Bloomington, Ill. 

Note.—These are the short-line distances. The mileage via 
Missouri River points will in many instances be greater. 

It is apparent, therefore, that Galveston “is at a dis- 
advantage, as compared with New Orleans, as a port of 
entry for bananas distributed in this territory, in which, 
it was testified, are situated the principal markets of 
consumption of this fruit in the United States, including 
the important cities of Chicago and St. Louis. 


There are more bananas imported through New Or- 
leans than through any other port in the United States. 
Its receipts for the year ending June 30, 1912, as com- 
pared with the receipts at Galveston for the same period, 
were as follows: New Orleans, 14,796,120 bunches, and 
Galveston, 642,671 bunches. 

It is probable that the latest statistics, which are 
not available, will show a substantial increase in the re- 
ceipts at Galveston, due to the inauguration of the serv- 
ice of the United Fruit Co., which, as previously stated, 
has diverted some of its business which was formerly 
handled at New Orleans to Galveston. Even with this 
increase, however, Galveston as a port of entry for ba- 
nanas is of little importance as compared with New 
Orleans. 

The record in this case shows that under the present 
adjustment of rates from Galveston the business has been 
by no means a profitable one, and although there have been 
several companies which have attempted to operate lines 
of steamers from the banana fields to Galveston since 
the year 1888, when the first attempt was made, most of 
them were but short-lived, and none of them met with 
anything but the most indifferent success until the United 
Fruit Co. began to operate its boats into Galveston in 
June, 1912; and the success of this company has appar- 
ently been due largely to other circumstances. 

It was testified that the United Fruit Co. controls 
more than one-half of the bananas imported into this 
country and operates lines of steamers to many of the 
principal Atlantic ports, as well as to New Orleans and 
Galveston. Its business from Galveston consists largely 
of traffic that was formerly handled via New Orleans, 
which, apparently, it has found can be handled more 
advantageously from Galveston; and it is to these con- 
ditions as well, perhaps, as to the rate adjustment that 
the greater success which has attended its operations 
at Galveston than those of its predecessors can be at- 
tributed. It is apparent, however, that the rates from 
Galveston to the greater part of the territory to which 
rates are lower than to intermediate points have been 
reduced to meet the competition of bananas imported 
through New Orleans, and that the lines forming the 
routes from Galveston are at a substantial disadvantage 
in respeect to the movement of this traffic and are en- 
titled to some measure of relief from the long-and-short- 
haul provision of the fourth section. 

To most of the territory east of the Missouri River 


a ce ae se ornare 
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to which petitioners carry lower rates than to interme- 
diate points it has been shown that the distance via 
their routes from Galveston is greater than the distance 
via the lines from New Orleans, and, while to some of 
the territory immediately east of the east bank of the 
Missouri River the distance from Galveston is less than 
from New Orleans, we believe that on the whole these 
carriers should be permitted to continue to carry rates 
to all points east of the east bank of the Missouri River 
the same as or made with relation to the rates from 
New Orleans, and to continue higher rates to interme: 
diate points. To points on and west of the Missouri 
River, however, the direct lines from Galveston do not 
appear to be at any disadvantage in meeting the com- 
petition of the New Orleans lines on account of having 
circuitous routes, nor so far as it has been established 
by the record in this case on account of any other cir- 
cumstances. The rates to these points from Galveston 
are made differentials under the rates from New Orleans, 
the rates to Kansas City and other points on the Missouri 
River north thereof being 5 cents per 100 pounds lower 
than the rates from New Orleans; for example, the rate 
to Kansas City from Galveston is 58 cents per 100 pounds, 
while from New Orleans it is 63 cents per 100 pounds. 
The rates to points west of the Missouri River are made 
10 cents per 100 pounds lower than the rates from New 
Orleans; for example, the rate from Galveston to Topeka, 
Kan., is 70 cents, while the rate from New Orleans is 
80 cents. 

A number of reasons were offered by petitioners in 
justification of the differences in the rates from the two 
ports to this territory. It was testified that the differ- 
entials allowed Galveston were necessitated by reason 
of the disadvantage under which this traffic is handled 
at that port which, it was stated, was caused by a number 
of conditions, such as the greater distance of Galveston 
from the banana fields, the greater cost at Galveston of 
coal used as fuel by the banana steamers, the higher 
cost of labor for unloading the vessels, together with 
wharfage charges and other teminal expenses which ves- 
sels are not required to pay at New Orleans or, if paid 
at that port, are less than like charges at Galveston. 
These expenses, it is claimed, place Galveston at a great 
disadvantage, and that carriers are compelled to equalize 
these conditions by the absorption of loading, terminal 
and wharfage charges so as to make the cost of these 
services to the importers no greater than would be in- 
curred by them if the bananas were handled at New 
Orleans, and, as a further inducement to the importers 
to use the port of Galveston, to establish rates to the 
Missouri River and points west thereof differentials under 
the rates from New Orleans so as to give them an ad- 
vantage in disposing of their surplus bananas in this 
territory. 

While petitioners asserted that the port, terminal and 
other charges at Galveston are higher than at New 
Orleans, their information upon this subject and the 
other conditions which they state place the port of Gal- 
veston at a disadvantage, was rather indefinite, and 
but little testimony upon this point was introduced. 

But, whatever may be the disadvantages taht Gal- 
veston is laboring under because of these conditions, it 
would appear that if the carriers relieve the importers 
of bananas of this expense by absorbing the charges at 
that port, this ought to make it a matter of indifference 
to them as to whether they use one port or the other, 
and further concessions in the shape of reduced freight 
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rates would hardly seem to have been necessary because 
of the conditions referred to. 

Without, however, taking the position that the rates 
from Galveston ought not to be less than from New 
Orleans to the Missouri River and points west thereof, 
we are unable to reach the conclusion from the record 
before us that the direct lines participating in this traffic 
are justified in charging rates from Galveston to Kansas 
City and other Missouri River points -or to territory west 
thereof that are lower than rates to intermediate points, 
and the application to continue this practice will be 
denied. 

What we have said in regard to the rates to points 
on and west of the Missouri River applies also to a 
great deal of the territory south of the Missouri River 
and west of the Mississippi. To a large part of this 
territory the lines from Galveston do not appear to be 
at any disadvantage in competing with the lines. from 
New Orleans and are not therefore entitled to relief. 
From Kansas City to Lake Charles, La., the Kansas 
City Southern Railroad runs almost due south. It is 
fairly continuous with the dividing line formed by the 
Missouri River between the territory to which rates from 
Galveston are made the same as or higher than from 
New Orleans and the territory to which rates are made 
less from Galveston than from New Orleans. It also 
fairly marks the line of division between the territory 
south of Kansas City to which the distance from Gal- 
veston is less than from New Orleans and that to which 
the distance from New Orleans is less than from Gal- 
veston. To the territory east of this line the distance 
from Galveston is greater than from New Orleans, and 
carriers should be permitted to carry lower rates to 
points in this territory than to intermediate points in 
order to meet the competition created by the lines from 
New Orleans, but to points on and west of the line of 
the Kansas City Southern Railroad the direct lines from 
Galveston have not been shown to be at any disadvan- 
tage in competing with the lines from New Orleans and 
should not be permitted to charge higher rates to inter- 
mediate points than to points on and west of this line. 

The rates from Galveston, as we have shown, gen- 


erally increase with distance until just before reaching 


the Missouri River and then begin to grade downward, 
reaching the lowest level at the Mississippi River and 
points in Illinois immediately east thereof, as illustrated 
by the following statement of rates to representative 
points: 


From Short line’ = 
Galveston to— Rate. distance. Routing. 
Durant..ORM. 2.5. 62 414 Dallas and M. K. & T. Ry. 
McAlester, Okla. .... 55 490 Dallas and M. K. & T. Ry 
Muskogee, Okla. .... 55 552 Dallas and M. K. & T. Ry 
Wagoner, Okla. ..... 62 568 Dallas and M. K. & T. Ry 
Parsons, Kan. «...... 63 669 Dallas and M. K. & T. Ry 
Kansas City, Mo. ... 58 806 Dallas and M. K. & T. Ry 
St. Louis, Mo. ...... 43 841 ~~ and St. L. I. M. 
Svrinefield. Ill. ...... 51 939 St. Louis and C. & A. R. R. 
CoRR TG date sees 51 1,124 St. Louis and C. & A. R: R. 
Indianapolis, Ind. ... 51 1,007 Cairo, C. C. C. & St. L. Ry. 


and Vandalia Ry. 


It will be observed that the highest rate shown at 
any intermediate point south of Kansas City in the above 
statement is 63 cents. All of these stations are inter- 
mediate on the direct route, which is over the following 
lines from Galveston: Galveston, Houston & Henderson 
Railroad to Houston; Trinity & Brazos Valley Railway 
to Dallas; and thence Missouri, Kansas & Texas Railway 
to Kansas City, the total distance being 806 miles. This 
is not the highest rate carried to intermediate points, 
however. Some of the other lines that are more cir- 





July 18, 1914 


cuitous carry rates as high as 70 cents. This is also 
true of the Missouri, Kansas & Texas Railway in a few 
cases, but while the latter company states that it will 
reduce its rates so that none of them will exceed 62 
cents, the other companies have made no proposal to 
correct their rates. This maximum rate is also carried 


by these other lines ‘to stations but slightly more than .- 


one-half of the distance to the Missouri River. For ex- 
ample, the first station on the Chicago, Rock Island & 
Pacific Railway at which the rate is 70 cents is Sugden, 
Okla., 438 miles from Galveston. On the Atchison, To- 
peka & Santa Fe Railway, Daugherty, Okla., 470 miles 
from Galveston, and on the St. Louis & San Francisco 
Railroad, Fitzhugh, Okla., 459 miles from Galveston. 
These carriers, therefore, are asking leave to carry rates 
as high as 70 cents to points less than 500 miles from 
Galveston and lower rates to points from 300 to 500 
miles farther distant. It is true that many of these 
rates are paper rates on which no business moves. Car- 
riers are asking for authority to continue their publica- 
tion, however, and to be allowed to apply such rates 
should business be obtained by them. It is the duty of 
the Commission, therefore, to pass upon their applications. 

That the Galveston lines are entitled to some relief 
in respect to rates to points east of the Mississippi River 
which have been reduced to meet the competition from New 
Orleans is clearly apparent. We think, however, that 
such disparities between rates to intermediate points and 
those to more distant points as are shown to exist in 
these cases are too greatly out of proportion and ought 
not to be permitted. 

The short-line distance from Galveston to Kansas 
City via Dallas and the Missouri, Kansas & Texas Rail- 
way is 806 miles. This company has signified its inten- 
tion of charging no higher rate than 62 cents to any 
intermediate point, which includes practically all points 
within 800 miles of Galveston. The conditions affecting 
the transportation of like traffic via the more circuitous 
lines have not been shown to be different from those 
prevailing on the Missouri, Kansas & Texas Railway, 
nor is it urged by these petitioners that they are. We 
believe, therefore, that the maximum rate that this line 
is applying for authority to continue to intermediate 
points on its line ought not to be exceeded for sub- 
stantially equal distances by the lines who may desire 
to compete with it at Kansas City and other points. 
We hold, therefore, in respect to the application of these 
Galveston lines for authority to continue lower rates to 
Kansas City and other Missouri River points and points 
east thereof than to intermediate points, that the direct 
lines to the Missouri River should be denied authority 
to carry lower rates to the Missouri River than to inter- 
mediate points, and by direct lines we have reference 
to the short line from Galveston, and others that are less 
than 15 per cent longer than the short line. Carriers 
whose mileage exceeds that of the short line by not 
less than 15 per cent should be granted authority to 
meet the rates of the short line and to carry higher 
rates to intermediate points not less than 800 miles dis- 
tant from Galveston. 

Bananas in the Western Classification, which applies 
on this traffic, are classified as third class in carloads. 
The mileage scales of these carriers indicate that for 
distances of 500 miles and over the spread in the third 
class rates for additional distances of 25 miles is gen- 
erally not more than 2 cents per 100 pounds, and in some 
cases it is less. We do not believe that for distances 
of more than 800 miles the circuitous lines should charge 
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more than 1% cents per 100 pounds for each additional 
25 miles or fraction thereof, and permission to charge 
lower rates to Missouri River than to intermediate points 
will be granted on condition that rates to intermediate 
points 800 miles and less from Galveston shall not exceed 
62 cents per 100 pounds, and to intermediate points of 
greater distances than 800 miles from Galveston shall 
not exceed the rate of 62 cents per 100 pounds by more 
than 1144 cents per 100 pounds for each additional 25 
miles or fraction thereof, and provided also that the 
present rates to these stations are not increased. 

It is not to be understood that in fixing 62 cents 
per 100 pounds as the maximum rate to be charged to 
stations on indirect lines not more than 800 miles from 
Galveston, the Commission regards this as a reasonable 
maximum rate to intermediate points substantially less 
distant. All we hold is that so long as the indirect lines 
maintain lower rates’ to the Missouri River and points 
beyond, this rate must not be exceeded at stations not 
more than 800 miles from Galveston. 

The departures that occur on individual lines west 
of the Missouri River and on and west of the line of the 
Kansas City Southern Railway are of two classes: (1) 
Where rates to certain points are made less than to 
intermediate points for the purpose of maintaining a 
differential between the rates from Galveston and New 
Orleans, and (2) where rates to more distant points 
have been reduced to meet the competition of more direct 
lines: 

In the first class of cases we have held that these 
carriers are at no disadvantage in competing with lines 
from New Orleans into this territory and that relief in 
all such cases should be denied. In the second class of 
cases we are of the opinion that where the circuitous 
lines are 15 per cent longer than the short lines relief 
should be granted. 

The rates on tropical fruit from New Orleans and 
related points referred to in application No. 2176 to 
points west of the Mississippi River that do not conform 
to the fourth section have been brought about by reduc- 
tions made at more distant points to meet the competition 
of more direct lines. ‘These occur principally in the 
rates of lines which run west of the Mississippi River 
to points on and east of the river. This is well illus- 
trated in the case of the rate on bananas of the St. Louis, 
Iron Mountain & Southern Railway in connection with 
the Texas & Pacific Railway from New Orleans to Mem- 
phis, Tenn. The rate to this point from New Orleans on 
bananas is 35 cents, made by the direct line of the Illinois 
Central Railroad, which runs almost due north on the 
east side of the Mississippi River, a distance of 396 miles. 
Traffic destined to Memphis, Tenn., via St. Louis, Iron 
Mountain & Southern would move west from New Or- 
leans via Texas & Pacific to Ferriday, La., and thence 
via St. Louis, Iron Mountain & Southern, a distance of 
497 miles. Occasionally, however, during the spring, this 
line is more or less under water, and when this occurs 
the traffic must be routed via Alexandria, La., the distance 
via this line being 529 miles. Rates to intermediate 
points on these indirect lines appear, as a rule, to bear 
a reasonable relation to the rates to more distant points, 
and we think that they should be granted the same re- 
lief that we have recommended in respect to the cir- 
cuitous lines from Galveston—that is, that they may be 
allowed to continue higher rates to intermediate points 
than to more distant points in those instances where 
their lines are not less than 15 per cent longer than the 
short line between the same points. 
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There are a number of instances where both the 
rates from New Orleans and Galveston are lower to more 


distant points than to intermediate points, due to the fact | 


that commodity rates have been established to the more 
distant points, but have not been established to the in- 
termediate points, there not having been any movement of 
traffic to intermediate points, and no necessity therefore 
for the establishment of commodity rates. This is no justi- 
fication for charging higher rates to the intermediate points. 
Rule 77 of Tariff Circular No. 18-A was designed to cover 
such cases, and carriers will be expected to correct all 
departures from the fourth section of this character 
either by the use of this rule or in some other manner 
in harmony with the tariff regulations of the Commission. 

The disparities between the rates on cocoanuts to the 
more distant points and the intermediate points on and 
reached via the lines of the petitioners herein appear in 
the majority of cases to be greater than those existing 
in the rates on bananas. 

The following statement shows the rates, in cents 
per 100 pounds, from Galveston to Kansas City and the 
highest rates to intermediate points: 


To inter- 

To Kan- mediate 

Via— sas City points. 
Chicago, Rock Island & Pacific Ry. .............. 69 
Atchison, Topeka & Santa Fe Ry................. 40 65 
Ce, Lewin & Bat Peace B. Th... ..cccccccccness 40 64 
Missouri, Kansas & Texas Ry............-sesee- 3 : 
°” 


Kansas City Southern Ry..........-....s-eeeeeee 


Cocoanuts are classified in Western Classification at 
fourth class, while bananas take third class; ordinarily, 
therefore, the rates on the former are lower than on 
the latter, as might be expected, considering the charac- 
teristics of the two commodities, and examination of the 
tariffs of the petitioners shows that this is generally the 
case in respect to the rates involved herein. There are 
some instances, however, where the rates are the same 
and others where the difference between the rates on 
each is but slight. 

The same measure of relief will be granted in re- 
spect to rates on cocoanuts as on bananas, but where 
62 cents per 100 pounds is prescribed as the maximum 
rate that may be charged on bananas from Galveston, 
Tex., to points on indirect lines intermediate to Kansas 
City not more than 800 miles from Galveston, we find 
that the rate on cocoanuts should not exceed 45 cents 
per 100 pounds, and that the amounts added to this rate 
for transportation to points of greater distance should 
not be greater than the amounts added for the trans- 
portation of bananas as provided herein, namely, 1% 
cents per 100 pounds for each additional 25 miles or 
fraction thereof. 

Fourth-section orders will be issued granting relief 
in accordance with the findings herein made, and all other 
relief prayed for in the said application in respect to 
the rates referred to will be denied, effective Sept. 15, 
1914, 

Tariffs containing rates revised in accordance with 
this report should give statutory notice and should there- 
fore be filed with the Commission not later than Aug. 
16, 1914. 


Fourth Section Order No. 4006. 


In the matter of that portion of Fourth Section Application No. 
639, of F. A. Leland, agent, for and on behalf of carriers 


parties to his tariff ‘No. 776 for relief from the provisions 
of the fourth section of the act to regulate commerce, as 
amended: June 18, 1910, respecting ‘rates for the transporta- 
tion of freight traffic as hereinafter described. 


This application, No. 639, asks, among other things, 
for authority to continue rates for the transportation of 
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bananas and cocoanuts, oranges, pineapples, lemons and 
other tropical fruits, as described in tariff of F. A. Leland, 
agent, I. C. C. No. 776, from Galveston, Port Bolivar, 
Port Arthur, ‘Texas City, Houston and Orange, Tex., to 
points in Arkansas, Tennessee, Missouri, Iowa, Minne- 
sota, Nebraska, Kansas, Oklahoma and other states named 
in said tariff, that are lower than the rates concurrently 
in effect on like traffic to intermediate points. 

A hearing having been held upon this application 
in so far as it relates to the rates on freight traffic as 
hereinbefore described, and full investigation of the 
matters and things involved therein having been had, 
and the Commission having, on the date hereof, made and 
filed a report containing its findings of fact and conclu- 
sions thereon, which said report is hereby referred to 
and made a part hereof: 

It is ordered, That petitioners herein be, and they 
are hereby, authorized to continue and establish the same 
rates on cocoanuts and bananas from Galveston, Port 
Bolivar, Port Arthur, Texas City, Houston and Orange, 
Tex., to points on and west of the Missouri River and 
the line of the Kansas City Southern Railway Co. as 
are concurrently in effect on like traffic between the 
same points via the direct lines in those instances where 
the lines of petitioners are not less than 15 per cent 
longer than the short line between the same points, and 
to maintain higher rates to intermediate points, provided 
that the rates per 100 pounds on bananas and cocoanuts, 
carloads, from said points of origin to said intermediate 
points shall not exceed 62 cents and 45 cents, respectively, 
for the first 800 miles and 1% cents per 100 pounds addi- 
tional for each additional 25 miles. or fraction thereof, 
and provided further that the present rates to said inter- 
mediate points are not exceeded. 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue and estab- 
lish rates on bananas and cocoanuts from Galveston, 
Port Bolivar, Port Arthur, Texas City, Houston and 
Orange, Tex., to points east of the east bank of the 
Missouri River and the line of the Kansas City Southern 
Railway Co. the same as, or made with relation to the 
rates on the same commodities from New Orleans to 
the same destinations, and to maintain higher rates to 
intermediate points, provided that the rates to points 
intermediate to Kansas City and other Missouri River 
points shall not exceed the rates prescribed in the pre- 
ceding paragraph of this order, and provided further that 
the present rates to said intermediate points shall not 
be exceeded. 

And it is further ordered, That all other and further 
relief prayed in the said application, No. 639, in respect 
to the rates on traffic as hereinbefore described, be, and 
the same is hereby, denied; effective Sept. 15, 1914. 

The Commission does not hereby approve any rates 
that may be established under this authority, all such 
rates being subject to complaint, investigation and cor- 
rection, if in conflict with any provision of the act. 





Fourth Section Order No. 4007. 


In the matter of that portion of Fourth Section Application No. 
2176 of Morgan’s Louisiana & Texas R. R. & &. S. Co.; 
New Orleans, Texas & Mexico R. R. Co; Louisiana Ry. & 
Nav. Co.; and the Texas & Pacific Ry., through W. P. Em- 
erson, their agent, for themselves and on behalf of carriers 
parties to tariff of W. P. Emerson, agent, I. C. C. No. 4, 
for relief from the provisions of the Fourth Section of the 
Act to Regulate Commerce as amended June 18, 1910, re- 
specting rates for the transportation of freight traffic as 
hereinafter described. 


This application, No. 2176, asks, among other things, 
for authority to continue rates for the transportation of 
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bananas and cocoanuts, oranges, pineapples, lemons. and 
other tropical fruits as described in tariff of W. P. Em- 


erson, agent, I. C. C. No. 4, from New Orleans and Port - 


Chalmette, La., Mobile, Ala., and Pensacola, Fla., to points 
in Arkansas, Illinois, Iowa, Kansas, Minnesota, Mis- 
souri, Nebraska, Oklahoma, South Dakota, Wisconsin, and 
other states named in the said tariff that are lower than 
the rates concurrently in effect on like traffic to inter- 
mediate points. 

A hearing having been held on this application in 
so far as it relates to the rates on freight traffic as here- 
inbefore described, and full investigation of the matters 
and things involved therein having been had, and the 
Commissioin having, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: ; 

It is ordered, That petitioners herein be, and they 
are hereby, authorized to continue and establish the 
same rates on tropical fruits as described in tariff of 
W. P. Emerson, agent, I. C. C. No. 4, from New Orleans 
and Port Chalmette, La., Mobile, Ala., and Pensacola, 
Fla., to points on and west of the Mississippi River as 
are concurrently in effect on like traffic between the same 
points via the direct lines in those instances where the 
lines.of petitioners are not less than 15 per cent longer 
than the short line between the same points, and to 
maintain higher rates to intermediate points, provided 
that the present rates to the said intermediate points are 
not exceeded. 

It is further ordered, That all other and further 
relief prayed in the said application No. 2176, in respect 
to the rates on traffic as hereinbefore described be, and 
the same is hereby, denied; effective Sept. 15, 1914. 

The Commission does not hereby approve any rates 
that may be continued or established under this authority, 
all such rates being subject to complaint, investigation 
and correction if in conflict with any provision of the act. 


FENCING RATES 


l. & S. NO. 312 (30 I. C. C., 650-652) 

RATES ON FENCING AND FENCING MATERIAL 
FROM ANDERSON AND OTHER POINTS IN INDI- 
ANA TO TEXARKANA, ARK.-TEX., AND OTHER 
POINTS. 


Submitted May 9, 1914. Decided June 12, 1914. 


For reasons given in the report herein the order of suspension 
in this proceeding must be vacated. 


Edward F. Hollies for Texarkana Freight Bureau. 

F. B. Clark for St. Louis, Iron Mountain & Southern 
Railway Co. 

R. D. Coleman for St. Louis Southwestern Railway 
Co. : 
Report of the Commission. 

HARLAN, Chairman: 

The present rate on fencing and fencing material from 
Anderson, Crawfordsville, Kokgmo, Muncie, and Richmond, 
all in the state of Indiana, to Texarkana, which lies partly 
in the state of Arkansas and partly in the state of Texas, 
is 37 cents per 100 pounds. By the tariffs under sus- 
pension in this proceeding it is proposed to increase that 
rate to 40 cents per 100 pounds. 

The points of origin are all in what is termed Cin- 
cinnati or Chicago-Cincinnati territory; the usual method 
of making rates from this territory to Texarkana is by 
the addition of a differential to the basing rate from St. 
Louis. The rate on wire articles, including fencing and 
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fencing material, from St. Louis to Texarkana is 33 cents 
per 100 pounds, and the fifth-class differential applying 
from Chicago-Cincinnati territory is 7 cents, making the 
through rate 40 cents per 100 pounds. It was explained 
by the respondents that interested shippers at other 
points located in the Chicago-Cincinnati territory had 
recently complained that their rate to Texarkana was 
3 cents higher than the rate from Anderson, Crawfords- 
ville, Kokomo, Muncie, and Richmond, and that this re- 
sulted in preferring those points to the disadvantage of all 
other shippers of wire articles located in the same general 
territory. In investigating this complaint the carrier found 
that the 37-cent rate had been published through error 
when rates from Indiana points to Hope, Ark., were, in 
April, 1912, transferred to another tariff for application to 
the Texarkana group, and that there was no apparent rea- 
son why the points named should enjoy a 4-cent differ- 
ential over St. Louis when the differential from other points 
in the same territory was 7 cents. 

In Indiana Steel & Wire Co. vs..C. R. I. & P. Ry. Co., 
16 I. C. C. 155 [The Traffic World, May 15, 1909, p. 662], 
we had under consideration a somewhat similar situation, 
the rates being in favor of industries located in the 
vicinity of Chicago and the complainants manufacturers 
of wire articles with plants in Muncie and Kokomo, two 
of the points here involved. For some years prior to the 
time of the complaint the rate on fencing material from 
Muncie and Kokomo to Arkansas common points had been 
the same as from Chicago, but this relationship was de- 
stroyed when the carriers increased the rates from the 
complainants’ plants without correspondingly increasing 


_the rates from Chicago territory. We there held that this 


resulted in discriminations, which were ordered to be re- 
moved by the charging of no higher, other, or different 
rates from Cincinnati territory than those contempor- 
aneously in effect from Chicago territory. The same sit- 
uation now prevails, except that the conditions are re- 
versed, in that the rate from the particular points under 
discussion in Cincinnati territory is lower than that from 
Chicago territory on the same commodity to the same 
destination in Arkansas, and the carriers have now been 
charged with discrimination by the Chicago shippers. 


Some complication. arises here under our decision 
in Texarkana Freight Bureau vs. St. L. I. M. & S. Ry. Co., 
28 I. C. C. 569 [The Traffic World, Jan. 3, 1914, p. 9]. 
The complainant in that proceeding, who is also the pro- 
testant herein, attacked the relationship existing between 
the rates to Texarkana and to Shreveport, in the state 
of Louisiana, from points in Central Freight Association 
and Western Trunk Line territories, and from St. Louis, 
Kansas City, and Memphis. Upon consideration of that 
case we held, with respect to commodity rates, that the 
rates to Texarkana, which to Shreveport ,make via the 
direct lines, should not exceed those contemporaneously 
maintained to the latter point. The order therein was con- 
fined to the class rates and the carriers were allowed a 
reasonable time in which to revise their commodity rates 
in. accordance with the suggestions made in the report. 


At the time the complaint in that case was filed, the 
rate on fencing material from St. Louis to Shreveport was 
26 cents per 100 pounds, and the differential from Cin- 
cinnati territory was 5 cents, making the through rafe 
31 cents, or 6 cents less than the rate to Texarkana from 
the points of origin now under discussion. The proposed 
rate to Texarkana was published to become effective Sept. 
25, 1913, prior to our decision in the case last cited, and 
the protestant claims that under that decision Texarkana 
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is entitled to a reduction below the 37-cent rate, and that 
the spread of 6 cents between the rates to Texarakana 
and Shreveport should not have been increased to 9 cents. 
The respondents contend, on the other hand, that although 
the discrimination which was found to exist against Tex- 
arkana was ordered removed, the adjustment in the rates 
was left to the carriers to work out, and the decision can- 
not be construed as ordering a reduction in the Texarkana 
rate, It is said that a force of men is now engaged in 
checking out the rates, and that a new tariff conforming 
to the suggestions in our report will be issued within a 
short time. 

Upon a full consideration of all the facts of record 
we are of the opinion that no substantial reason exists 
for the charging of a lower rate on shipments of fencing 
material from the five Indiana’ points named than is 
charged on similar shipments from other points in 
Chicago-Cincinnati territory. Although the Texarkana 
rate will thus be increased from those _ particular 
points, the change proposed in the suspended tariff 
will place them on an equality with others in the 
same territory and will be in accord with our order 
in Indiana Steel & Wire Co. vs. C. R. I. & P. Ry. Co., 
supra. The carriers have not yet modified their tariffs 
with respect to rates to Texarkana and Shreveport, but 
when that is done, and the order of suspension against 
the proposed tariff vacated, the rates on fencing material 
will in our judgment, be properly adjusted both as to 
points of origin and destination. 

From what has been said it follows that the order 
of suspension in this proceeding must be vacated. An 
order will be entered accordingly. 





ORDER. 

It further appearing, That a full investigation of the 
matters and things involved has been had, and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the operation 
of said schedules be, and they are hereby, vacated and 
set aside as of July 23, 1914. ; 

It is further ordered, That copies hereof be forthwith 
served upon F. A: Leland and Eugene Morris, agents, and 
upon the carriers respondent herein, parties to said sched- 
ules, and that a copy hereof be filed with said schedules 
in the office of the Commission. 


RATES ON FRESH FRUITS 


CASE NO. 6278. (30 I. C. C. 653-657) 
MILWAUKEE PRODUCE & FRUIT EXCHANGE VS. 
CROSBY TRANSPORTATION COMPANY ET AL. 


Submitted April 3, 1914. Decided June 9, 1914. 
Former through route and joint rates of the Grand Rapids, 
Grand Haven & Muskegon Ry. Co. and the Crosby Trans- 
portation Co. from points on the former line, except Grand 
Rapids, Grand Haven and Muskegon, Mich., to Milwaukee, 
Wis., ordered to be reestablished in so far as necessary to 
provide for the transportation of fresh fruits. 


Carroll, Kirwin & Holloway for complainant. 

Walter E. McCornack for Crosby Transportation Com- 
pany. 

G. W. Kretzinger for Detroit, Grand Haven & Milwau- 
kee Railway Company. 

Report of the Commission. 

HALL, Commissioner: 

This is a prayer for the establishment of through or 
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joint classifications or joint rates for the transportation of 
fresh fruits to and from points on the line of the Crosby 
Transportation Company, hereinafter referred to as the 
Crosby line, one of the defendants, from and to points on 
the line of the Grand Rapids, Grand Haven & Muskegon 
Railway Company, hereinafter referred to as the Electric 
line, another defendant. 

The Crosby line is a carrier by water operating its own 
steamers on a year-round service across Lake Michigan, 
between the ports of Milwaukee, Wis., and Grand Haven, 
Mich. During that time of the year when the port of Mus- 
kegon, Mich., is open, a side-trip service is maintained be- 
tween that port and Grand Haven. Throughout the fruit- 
picking season it also operates boats on Grand River, upon 
which both Grand Rapids and Grand Haven are situate, 
and which, in the principal fruit-growing section between 
those points, flows about three miles south of the Electric 
line. 

On February 1, 1906, defendant Crosby line entered 
into a eontract with defendant Detroit, Grand Haven & 
Milwaukee Railway Company and the Grand Trunk Rail- 
way Company of Canada, under which the Crosby line 
performs the “break-bulk-across-Lake Michigan” service Of 
the Grand Trunk Railway system between Grand Haven 
and Milwaukee. By virtue of this contract, which is still 
in effect, the facilities of the Crosby line are the facilities 
of the Grand Trunk Railway system in the service named, 
and the rates of the Grand Trunk Railway system are pub- 
lished to and from Milwaukee without the concurrence of 
the Crosby line. At Milwaukee and Grand Haven the 
Crosy line uses the water-front terminals of defendant De- 
troit, Grand Haven & Milwaukee Railway Company. Its 
Muskegon termina] is that of the Toledo, Saginaw & Mus- 
kegon Railway. Both these latter carriers are lines of the 
Grand Trunk Railway system. Defendant Detroit, Grand 
Haven & Milwaukee Railway Company will be referred to 
herein as the Grand Trunk. At Milwaukee the agent and 
employes of the Grand Trunk act also in like capacity for 
the Crosby line. 

Paragraphs 19 and 21 of this contract provide as fol- 
lows: 


19. The railway companies will at all times at their own 
cost use their best endeavors to provide cargo for the said 
boats, but do not give any guaranty as to any quantity of cargo 
to be provided; as to that the transportation company will have 
to take its chances. 

21. It is understood that during the life of this agreement 
the transportation company is not permitted to interchange 
freight traffic with any other railway company or boat company 
without the written authority of the general freight agent for 
the time being of the Grand Trunk Railway system, it being the 
spirit of this agreement that no traffic arrangement shall be 
entered into by the transportation company which may be 
considered to be prejudicial to the interests of the railway 
companies. 


The contract does not prohibit the continuance of its 
usual business by the Crosby line, and the latter, ever since 
the contract has been in force, has maintained service 
under its own name between its three ports, and in addi- 
tion to handling port-to-port traffic has, in conjunction with 
other carriers, engaged in through transportation to and 
from inland points beyond these ports. 

The Electric line operates a third-rail service from 
Grand Rapids, Mich., in a general westerly direction to 
Grand Haven, with a branch from Grand Haven Junction 
north to Muskegon. Between Grand Rapids and Grand 
Haven the Electric line and the Grand Trunk are parallel, 
generally speaking, and from Grand Rapids west to Nun- 
ica, Mich., they are never more than three-quarters of a 
mile apart. The Electric line was built and began oper- 
ations in 1902. On September 16, 1907, it established joint 
rates in connection with the Crosby line between Milwau- 
kee and points on its line in Michigan. 
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Grand Rapids is a city of some 125,000 people, and an 
important traffic center. From Grand Rapids west to 
Grand Haven the territory served by the Grand Trunk 
and the Electric line is now largely agricultural, its princi- 
pal shipments being the fruit and berries. Grand Haven 
and Muskegon, although much smaller than Grand Rapids, 
are both of considerable traffic importance. 

Acting under paragraph 21 of the contract, as set out 
above, the Grand Trunk on August 21, 1912, requested the 
Crosby line to cancel the joint rates with the Electric line. 
As a result the latter’s power of attorney from the Crosby 
line was revoked January 21, 1913, and the formal cancel- 
lation of the joint tariff was accomplished on June 30, 
1913. The withdrawal of these joint rates left in effect 
combinations of locals which were much higher, and this 
complaint followed. The complainant’s interest arises be- 
cause the movement of Michigan fruit to Milwaukee has 
largely decreased since the joint rates were canceled. 

The Grand Trunk takes the position that the contract 
between it and the Crosby line makes the latter the route 
of the Grand Trunk, and that to grant complainant’s prayer 
would “short haul” the Grand Trunk, in violation of section 
15, and give to a competitor engaged in like business the 
use of Grand Trunk terminals, in violation of section 3. 
This position is not sound. The Crosby line, as such, en- 
gages in the business of a common carrier by water be- 
tween Milwaukee and the two Michigan ports. It partici- 
pates, under the name of Crosby Transportation Company, 
in the handling of interstate traffic from and to Milwaukee, 
to and from points to the east of Grand Haven. Its ter- 
minals may be owned or controlled by the Grand Trunk 
Railway system, but under the contract they are the ter- 
minals of the Crosby line, and subject to the act to regu- 
late commerce. Paragraph 19 of the contract discharges 
the Grand Trunk of an obligation to furnish a cargo for the 
Crosby line. Manifestly, therefore, it contemplates that 
the Crosby line shall continue its regular business. But, 
regardless of the terms, the contract cannot oust this 
Commission of its jurisdiction. 

Under the former joint rates the Electric line built up 
and served a large movement of fruit from points on that 
line to Milwaukee. The abolishment of the joint rates 
caused a considerable decrease of that movement in 1913. 
The extent of the decrease is not definitely shown of rec- 
ord. The manager of the Electric line stated that his com- 
pany has lost entirely the fruit business moving to Mil- 
waukee. The Grand Trunk submitted statements covering 
all freight moved by it between Milwaukee and the com- 
petitive Michigan points, except Grand Rapids, in 1913, 
and the amount of fruit shown is almost negligible. No 
attempt was made by the Crosby line to show that the fruit 
had been diverted to its Grand River boats. 

Refrigeration is not given to this’ fruit, and unusual 
importance attaches, therefore, to frequency and rapidity 
of service, also to arrival at Grand Haven late in the day, 
for close connection with the night boat. The record clear- 
ly shows that the service of the Electric line meets these 
requirements far better than does that of the Grand Trunk. 

The facts before us bear out the contention of com- 
plainant and the Electric line that the fguit which in past 
years moved to Milwaukee is not now so moving, and fairly 
warrant the conclusion that the Grand Trunk route to Mil- 
waukee does not meet the needs of the fruit shippers west 
of Grand Rapids. 

There remains for consideration the situation as to 
business from and to Grand Rapids and Muskegon. 

The Grand Trunk freight service between Grand Rap- 
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ids and Grand Haven consists of three freight trains (one 
a way freight) daily each way. The electric line’s service 
is more frequent, and, on local trains, more rapid. All - 
westbound trains on both lines reach Grand Haven at some 
time during the day or evening, in season to effect deliv- 
ery of freight to the night boat for Milwaukee of the Crosby 
line. Eastbound the morning boat connection is made 
for Grand Rapids by both lines. Upon the hearing one 
Grand Rapids shipper made complaint of the Grand Trunk 
service, but his difficulty results largely from the 
fact that his plant is a few blocks farther re- 
moved from the Grand Trunk than from the El- 
ectric line, thus requiring more drayage on Grand 
Trunk shipments. The record indicates that some 
fruit moves from Grand Rapids, but is silent as to the 
amount moved to Milwaukee. Ninety per cent of the entire 
freight handled from this Michigan territory to Milwaukee 
is Grand Rapids business. The Electric line, in connection 
with the Goodrich Transit Company, now has a joint route 
open between Grand Rapids and Milwaukee via Chicago. 
This record, with only one Grand Rapids shipper complain- 
ing, does not convince the Commission that the present 
routes are not satisfactory and sufficient for Grand Rapids 
business. 

Complainant admits that its prayer, in so far as it re 
lates to Muskegon, has reference only to the times when 
that port is closed. At such times traffic between Muske- 
gon and Milwaukee may be moved via Grand Haven and 
the route of the Pere Marquette Railroad Company, over 
which joint rates apply in connection with the Crosby line. 
Also the boats or the Goodrich Transit Co.npany operate 
between Milwaukee and Muskegon via Chicago and Grand 
Haven, and when the port of Muskegon is closea-tne Gooc- 
rich Transit Company rates apply via Grand Haven and 
the Electric line. There is evidence on behalf of three 
shippers that the former joint route of the Crosby line and 
the Electric line gave them more prompt and convenient 
service than the routes now open. There was no evidence 
of public necessity that another route be established for 
the few months in the year when the Crosby line does not 
operate into Muskegon. 

Upon the whole record we find that the former joint 
rates of the Crosby line and the Electric line should be re- 
established in so far as necessary to provide for the trans- 
portation of fresh fruit to Milwaukee from all points on 
the Electric line except -Grand Rapids, Grand Haven and 
Muskegon. An appropriate order will be entered to that 
effect. 

It is ordered, That the above-named defendants the 
Grand Rapids, Grand Haven & Muskegon Railway Com- 
pany and Crosby Transportation Company be, and they are 
hereby, notified and required to cease and desist, on or 
before September 1, 1914, and for a period of not less than 
two years thereafter to abstain from charging, demanding, 
collecting or receiving for the transportation of fresh fruits 
from points on the line of defendant the Grand Rapids, 
Grand Haven & Muskegon Railway Company, except Grand 
Rapids, Mich., Grand Haven, Mich., and Muskegon, Mich., 
to Milwaukee, Wis., rates which exceed those prescribed in 
the next succeeding paragraph hereof. 

It is further ordered, That said defendants the Grand 
Rapids, Grand Haven & Muskegon Railway Company and. 
Crosby Transportation Company be, and they are hereby, 
notified and required to establish, on or before September 
1, 1914, upon five days’ notice to the Interstate Commerce 
Commission and to the general public by filing and post- 
ing in the manner prescribed in section 6 of the act to 





{ 
} 


~s 


Rieti 





116 THE TRAFFIC WORLD 


regulate commerce, and for a period of not less than two 
years after the said September 1, 1914, to maintain and 
apply to the transportation of such fresh fruits from points 
on the line of said defendant. the Grand Rapids, Grand 
Haven & Muskegon Railway Company, except Grand Rap- 
ids, Mich:, Grand Haven, Mich., and Muskegon, Mich., to 
Milwaukee Wis., rates which shall not exceed those which 
said two last-named defendants jointly maintained and 
applied for the transportation of fresh fruits from said 
points to said Milwaukee on June 29, 1913. 


SWITCHING CHARGE ON ICE 


CASE NO. 5099. (30 I. C. C. 657-662) 
PEOPLE’S FUEL & SUPPLY COMPANY VS. GRAND 
TRUNK WESTERN RAILWAY COMPANY ET AL. 


Submitted April 1, 1914. Decided June 8,_ 1914: 

The Minneapolis, St. Paul & Sault Ste. Marie Ry. Co. and the 
Grand Trunk Western Ry. Co., in compliance with an order 
of the Commission, established a joint rate for the transporta- 
tion of ice from Silver Lake, Wis., to a point of delivery 
on the tracks of the Grand Trunk Western Ry. in Chicago, 
lll. Upon petition of the first-named carrier asking that the 
Commission fix, in accordance with the provisions of section 
15 of the act, the divisions and the portion to be received 
by each of the carriers out of that rate; Held: That for 
reasons stated in the report the Grand Trunk Western Ry. 
should receive, and the Minneapolis, St. Paul & Sault Ste. 
Marie Ry. should allow to it, the regular reciprocal switching 
charge applicable, under the provisions of the Lowrey tariff, 
to reciprocal switching in the Chicago district. 

Guerin, Gallagher & Barrett for complainant. 
A. H. Lossow for Minneapolis, St. Paul & Sault Ste 

Marie Railway Company. 

Kretzinger & Kretzinger for Grand Trunk Western 

Railway Company, - 

Supplemental Report of the Commission. 


By the COMMISSION: 

The original proceeding in this case, 27 I. C. C. 24, 
arose upon complaint against increased charges for the 
through transportation of ice in carloads from Silver Lake, 
Wis., to and including delivery upon the siding of cam- 
plainant, which is connected with the tracks of the Grand 
Trunk Western Railway, hereinafter called the Grand 
Trunk, at Forty-ninth street and Center avenue, Chicago, 
Til, 
There was no joint through rate on the traffic and 
charges were assessed on basis of a rate of 3 cents per 
100 pounds from Silver Lake to Chicago, as published in 
a tariff of the Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way, hereinafter referred to as the Soo line, plus the 
switching charges of the Illinois Northern Railroad Com- 
pany, an intermediate switching line which transferred the 
cars from the Soo line at Hawthorne to the Grand Trunk 
at Elsdon, plus the switching charges of the Grand Trunk 
from Elsdon to the point of delivery. The Soo line tariff 
provided that it would absorb as much as $3 per car of 
the Grand Trunk’s charge. Prior to August 1, 1911, the so- 
called reciprocal switching charge of the Grand Trunk 
had been $3 per car. It followed, therefore, that prior to 
that date the Soo line absorbed the entire reciprocal 
switching charge of the Grand Trunk. On the date named 
the Soo line and the Grand Trunk, together with the other 
carriers in the Chicago switching district, adopted and 
applied to their switching service the rules, regulations and 
charges established in the so-called Lowrey tariff. 

The Lowrey tariff may be said to embody the rules, 
regulations and conditions of a mutual scheme agreed upon 
by the carriers for the rendition of switching services in 
the Chicago district, and states the charges therefor. Its 
fundamental basis is that where the rate of the carrier 
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or carriers having the line haul is 2% cents per 100 pounds 
or more, and the revenue per car $15 or over, the carrier 
or carriers having the line haul will absorb the reciprocal 
switching charges of the delivering carrier. Such re- 
ciprocal delivery charges are I cent per 100 pounds, min- 
imum 60,000 pounds, or $6 per car. 

Certain special exceptions were made by individual 
carriers on specified commodities. For instance, the Soo 
line excepted ice from the application of the switching 
charge, although it continued to absorb $3 of the Grand 
Trunk’s charge to the delivery point in question when its 
per-car revenue was $15 or more. This exception of the 
Soo line, in conjunction with the increased reciprocal 
charge of the Grand Trunk, resulted in increased charges 
to the shipper. 

The facts, circumstances and conditions of the trans- 
portation are set forth in our report in the case and need 
not be restated in detail here. It will be sufficient to re- 
call that we found that the increased charges to which 
complainant had been subjected resulted from the increased 
and fluctuating charges of the Grand Trunk, which we 
stated had not been justified. We stated further, however, 
that while the carriers were at liberty to arrange between 
themselves for deviations from the general rules applicable 
in this district, they might not, because of changed ar- 
rangements between themselves, pass along to their pa- 
trons increased charges unless the reasonableness of the 
same were made clear, and that in so far as the through 
rates and charges on the traffic involved had been in- 
creased by reason purely of the new arrangements be- 
tween the carriers, such increased through rates and 
charges had not been justified. 

Some misconception seems to have been put upon 
our findings by the Soo line. We stated in our report that 
the Soo line’s rate from Silver Lake to Chicago had not 
been changed; that it compared favorably with the rates 
of other carriers of ice to Chicago for similar distances; 
and that the Soo line had continued to absorb out of this 
rate $3 of the Grand Trunk’s switching charge. From thése 
findings, in conjunction with our finding that the prox- 
imate cause of the increased charges put upon the shipper 
was the increased charge of the Grand Trunk which that 
carrier had not justified, the Soo line seems to assume 
that we held the Grand Trunk’s switching charge as 
such to be unreasonable. There is no justification for 
such assumption. Commenting on the fact that the de- 
fendants had elected to meet the issues in the case as 
they conceived their several interests to be affected—that 
is, by each attempting to defend the reasonableness of 
the factor of the through charge for which it was ad- 
mittedly responsible—we observed, page 28: 


It is not the separate factors in a through rate, but the 
rate or charge as a whole, to which the test of reasonableness 
must be applied, 


and at page 29: 


Defendants have proffered no evidence to justify the in- 
creased rate and charge considered in its entirety, nor has the 
Grand Trunk justified as part of the through charges here con- 
sidered its increased switching charges, which resulted in in- 
creased charges to complainant. 


We said further, page 30: 


We express no opinion, nor is it necessary to here decide, 
as to the reasonableness of that (Grand Trunk’s) local switching 
rate or charge for purely local service in Chicago, neither is it 
necessary to decide as to the divisions of the earnings under a 
an arrangement which is in fact a part of a through 
charge. 


What we held was, in effect, that the defendants would 
not be permitted, under the guise of changed arrange- 
ments in respect of the reciprocal switching charge re- 
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sulting from the adoption of the Lowrey tariff, to pass 
along increased charges to their patrons, and that they 
might not cast upon the shippers any burden of increased 
charges resulting from a change of divisions of the charges. 

In order that the defendants might have full oppor- 
tunity to conform their switching and absorption arrange- 
ments to our findings in whatever manner they preferred. 
the case was held open for a period of thirty days. 

No steps having been taken by the carriers to amend 
their tariff in accordance with our findings it became 
necessary to issue an order, which was done, requiring 
the carriers to establish, on or before August 15, 1913, 
and for a period of not less than 2 years to maintain 
charges not in excess of 3 cents per 100 pounds plus $2.50 
per car. . 


The Soo line says that it construed our order as re- 
quiring the establishment of a joint through rate upon 
the basis indicated, and that in compliance therewith it did 
establish a joint through rate. The fact is that the Soo line 
has established a specific basis for constructing through 
charges on ice from Silver Lake to complainant’s siding, 
which has the effect of restoring the basis in effect prior 
to August 1, 1911. It is a joint arrangement so far as 
the Soo line and the Grand Trunk are concerned, but tech- 
nicaly the resulting rate is not a joint through rate. Con- 
ceiving, however, that it had, in compliance with our order 
as it construed it, established a joint rate, and which for 
the purposes of this proceeding we may assume it has 
established, the Soo line filed its petition representing that 
it was unable to agree with the Grand Trunk upon the 
divisions of such joint through rate and praying the Com- 
mission in accordance with the previsions of section 15 
of the Act to prescribe the just and reasonable proportion 
of such joint through rate to be received by each carrier 
party thereto. 


The only parties to this supplemental proceeding are 
the Soo line and the Grand Trunk. The dispute is be- 
tween them only. The Illinois Northern is not involved 
and apparently not interested. A hearing at which both 
of the interested carriers were represented was had upon 
request of the Soo line and it, therefore, appears in the 
capacity of petitioner or complainant, the Grand Trunk 
in the capacity of defendant or respondent. 


It igs asserted by the Soo line that it had a “right” to 
come in the Lowrey tariff and make it applicable on all 
commodities, or make exceptions. This assertion is equiva- 
lent to an admission that it exercised a right or option in 
so doing and seems to negative any claim that it entered 
into the arrangement under duress. 

The history of the conditions leading up to the adop- 
tion of the Lowrey tariff, its general scope and purpose, 
were testified to by a witness for the Grand Trunk and are 
discussed on brief. They have been considered in other 
eases: Investigation & Suspension Docket No. 94, 24 I. 
Cc. C, 660 [The Traffic World, October 26, 1912, p. 597]; 
Advances on Coal Within Chicago Switching District, 27 
I. C. C. 71 [The Traffic World, June 7, 1913, p. 1203]; Ham- 
merschmidt & Franzen Co. vs. C. & N. W. Ry. Co., 30 I. 
C. C. 71 [The Traffic World, April 25, 1914, p. 804]. 

The Soo line contends that the Lowrey tariff was 
forced by carriers having large terminals; that the Soo 
line had a right to except therefrom certain traffic or com- 
modities and that the burden is upon the Grand Trunk to 
show the reasonable value of its switching service. 

As has appeared in the other proceedings before us, 
supra, the Lowrey tariff contained a new arrangement 
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entered into between the carriers for the purpose of ac- 
cording in general to industries in Chicago the application 
of Chicago rates. The changes in switching charges were 
of interest only to the carriers as the general plan was, 
as has been stated, for the line-haul carriers to pay the 
switching charges. 


In view of the basis upon which charges for reciproca! 
services in Chicago have been established by agreement 
among the carriers themselves—a basis which ignores 
no single factor of rate-making so completely as it ignores 
the cost of service, and which is founded upon mutual con- 
cessions to the end that their own operations may be 
facilitated and the service to the public made more effi- 
cient and simple by the application of flat Chicago rates 
to points within that district—we find no reason to hold 
with the Soo line that before the Grand Trunk may be 
allowed to receive its reciprocal charge upon this particu- 
lar commodity, “it must show us the figures.” 


The division of a joint rate between carriers is a mat- 
ter of agreement between the participating carriers in 
the first instance. The law prescribes no basis upon 
which. our findings. shall rest when, in the event of the 
contingencies provided for in the act, the duty of fixing the 
divisions fall upon us. 


As stated in our original report, the Soo line is under 
a disability in respect to terminal facilities in Chicago. 
The records show that during the year 1913 it handled 
13,431 cars of ice into Chicago, of which 2,859 cars were de- 
livered on its tracks, while the remainder—over 10,000 
ecars—were delivered upon the tracks of its connections. 


If the Soo line desires to give its shippers the benefit of 


deliveries on the tracks of other carriers in Chicago, it 
must expect to pay for the use of such facilities. We 
cannot say, upon the evidence in this record, that the 
charge of 1 cent per 100 pounds, minimum $6 per car, is 
more than a reasonable charge for that service. We ex- 
press ‘no opinion upon that point, but find no reason to hold 
that the Soo line is entitled to obtain terminal services at 
any less charge than other carriers pay for the same or 
like services. 


The Soo line is the only carrier which now unquali- 
fiedly excepts ice from the benefit of the reciprocal basis 
when the rate to Chicago exceeds the minimum rate and 
charge fixed in the tariff. If ice moving to Chicago from 
points on other lines is delivered to the Soo line for plac- 
ing at points on its own terminals it receives, or would 
receive, so far as the record shows, the regular reciprocal 
charge which it objects to paying to the Grand Trunk. 

Silver Lake is the same loading station which on the 
Chicago & Northwestern is known as Fox River, Wis. The 
latter carrier hauls ice from Fox River destined for deliv- 
ery on the Grand Trunk at Forty-ninth street and Center 
avenue, and out of its rate of 3 cents pays the Grand Trunk 
the established reciprocal charge. The Chicago, Milwaukee 
& St. Paul railway has established the Chicago rate of 3 
cents from points on its line in Wisconsin to points on the 
lines of other carriers in the Chicago district and pays the 
delivering carrier the established reciprocal charge. The 
Grand Trunk carries ice from a point on its line in Indiana 
83 miles distant from Chicago at a rate of 3 cents, out 
of which it pays delivering carriers in the Chicago district 
1 cent per 100 pounds, minimum $6 per car, and in addi- 
tion thereto absorbs the intermediate switching expense 
where an intermediate switching service is involved. 

It is our conclusion and finding, from a consideration 
of the whole situation, that the Grand Trunk should not be 
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required to perform the service here in question for the 
Soo line at any less charge than it receives from other 
carriers, or which it pays to other carriers for like service; 
and that, therefore, out of the rate to Chicago, the Soo 
line should allow, and the Grand Trunk should receive, for 
switching cars of ice from Elsdon to Forty-ninth street 
and Center avenue, I cent per 100 pounds, minimum 60,000 
pounds, minimum charge $6 per car, for a period of not 
less than two years from August 15, 1913, which is the 
date from which our order requires the maintenance of 
the rate, or for such shorter period as the reciprocal charge 
shall be maintained upon the present basis. 

A supplemental order in this proceeding will be en- 
tered in accordance with these conclusions. 





ORDER, 


It is ordered, That out of the joint rate of 3 cents per 
100 pounds, plus $2.50 per car, on shipments of ice in car- 
loads from Silver Lake, Wis., to Chicago, Ill, the par- 
ticipating carriers shall receive, and the said joint rate and 
charge shall be apportioned among them as follows, for a 
period of not less than two years from August 15, 1913, or 
for such shorter period as the present reciprocal switching 
charge in Chicago shall be maintained upon the present 
basis: To the Illinois Northern Railway, $2.50 per car; to 
the Grand Trunk Western Railway Company, 1 cent per 
100 pounds, minimum 60,000 pounds per car; and to the 
Minneapolis, St. Paul & Sault Ste. Marie Railway Com- 
pany, the remainder. 


CLASS RATES FROM TWIN CITIES 


CASE NO. 5995 (30 I. C. C., 663-675) 

MINNEAPOLIS CIVIC & COMMERCE ASSOCIATION VS. 
CHICAGO, MILWAUKEE & ST. PAUL RAILWAY 
co. 


Submitted March 12, 1914. Decided June 27, 1914. 
Defendant’s present class rates from Minneapolis and St. Paul, 
Minn., to points on its transcontinental line in South Da- 
kota and North Dakota for distances up to 600 miles found 
unjust and unreasonable in so far as they exceed the rates 
named in the report. 


F. J. Morley for complainant. 

O’Brien, Young & Stone for St. Paul Association of 
Commerce, intervener. 

P. W. Dougherty, R. C. Johnson and D. L. Kelley for 
South Dakota Board of Railroad Commissioners, inter- 
vener. 

H. C. Barlow for Chicago Association of Commerce, 
intervener. 

G. T. Bell for Commercial Club of Sioux City, intervener. 

R. D. Springer for Traffic Bureau of the Sioux Falls 
Commercial Club, intervener. 

C. R. Hall for Commercial Club of Duluth. 

T. J. Morgans for Commercial Club of Mitchell, S. D. 

O. W. Dynes and B. Harrison for Chicago, Milwaukee 
& St. Paul Railway Co. 


Report of the Commission. 


MEYER, Commissioner: 

In this proceeding it is complained that the class 
rates from Minneapolis and St. Paul, Minn., to South 
Dakota and North Dakota points located on the Hastings 
& Dakota division, the James River division (now con- 
solidated with the Hastings & Dakota division), and the 
trans-Missouri division of the Chicago, Milwaukee & St. 
Paul Railway are unjust and unreasonable per se, and 
subject Minneapolis and St. Paul manufacturers and 
wholesalers, and the people living in the territory of 
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destination described, to undue and unreasonable preju- 
dice and disadvantage, in violation of sections 1 and 3 
of the Act to regulate commerce. The three operating 
divisions referred to constitute that part of the trans- 
continental line of the Chicago, Milwaukee & St. Paul 
which crosses the northern part of South Dakota and 
the southwestern corner of North Dakota and the branch 
lines running northward and southward from the main 
line. The destinations involved include stations on de- 
fendant’s lines from Milbank, S. D., the first station west 
of the Minnesota-South Dakota boundary, to Montline, 
N. D., the first station east of the Montana-North Dakota 
boundary, from White Rock, S. D., to Fargo, N. D., Mil- 
bank to Sisseton, S. D., Andover to Harlem, S. D., Edge- 
ley to Mitchell, S. D., Linton, N. D., to Orient, S. D., 
Moreau Junction to Isabel, S. D., Trail City to Faith, 
S. D., and McLaughlin, S. D., to New England, N. D. In 
support of the allegation of undue prejudice and disad- 
vantage, comparisons are made of the rates from Min- 
neapolis and St. Paul with the rates from Chicago, IIl., 
Milwaukee, Wis., Sioux City, Ia., Winona, Minn., and 
Duluth, Minn., to the destinations referred to above. 

The complaint is brought by the Minneapolis Civic 
& Commerce Association. The St. Paul Association of 
Commerce and the Railroad Commission of South Da- 
kota intervened in its support. The Chicago, Milwaukee 
& St. Paul Railway Co. is the sole defendant. The Chi- 
cago Association of Commerce, Traffic Bureau of the 
Sioux City Commercial Club, and the Sioux Falls Com- 
mercial Club intervened in opposition to complainant’s 
request. The Commercial Club of Duluth and the Com- 
merical Club of Mitchell, S. D., were also represented 
at the hearing. 

The evidence introduced by the complainant con- 
sisted almost entirely of rate comparisons. The rates 
complained of were shown to be considerably higher 
than rates for like distances prescribed for intrastate 
traffic by the state of South Dakota. The distance tariffs 
prescribed by the states of Minnesota and Iowa for traffic 
within their respective boundaries were shown to be upon 
a still lower level. These rates compare as follows with 
the first class rates from Minneapolis to Mobridge, Aber- 
deen, Milbank and Lemmon, which are typical of the 
rates against which complaint is made. Throughout this 
opinion first class rates, in cents per 100 pounds, are 
used as typical of all the classes. 

Miles. Rate. 


Minneapolis to Milbank, S. Dak..............c.-00. 190 57.0 
South Damote Giatance tarifl. ..... ..c.ccccccccccccces 190 53.1 
SS. eee 190 48.3 
I ee Pere ta ae 190 38.4 
Minneapolis to Aberdeen, S. Dak.................. 288 77.0 
South Dieisnte Gistenee terete... ndecsccccwcctescccs 290 68.4 
PEMRIOROER GEPCRMOS 1TOTTE 5. wc ccccccesnccvccosccese 290 59.0 
EE, TEE. IIA [a6 Died: 0:0 bia ode ois. web sais seg ete ed 290 54.4 
Minneapolis to Mobridge, S. Dak................. 386 105.0 
Slowtin Ereiete Giebaew Emr... ae ok ci occ cele sc wcleeees 390 81.9 
BMiimmesota Gistmmee tari 2. ccc cc siccccccecccs cee 390 68.8 
HI III oan occ 6 h.5'0ive os Sewadioce ve caesde 390 60.5 
Minneapolis to Lemmon, S. Dak................... 485 117.0 
ee rrr “ee web's 
DE, GHREROO TFT oo eccrine cso sevice ceesces 490 74.7 
EE I SI eg sa icckhpecheneneedaecdun 490 65.5 


Although we do not feel ourselves bound to accept 
a state-made rate asa final measure of an interstate 
rate, we have always given due consideration to rates 
established by state commissions. 


State rates afford standards of comparison of areater or less 
value according as they appear to be reasonable. . This 
is especially so when the as are acquiesced in by the car- 
riers. Willman & Co. vs. in I. Ba SS. Ry. Co., 22 L..C.-C., 
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From other comparisons made by complainant it ap- 
pears that rates from Minneapolis to Iowa points on 
defendant’s line are on a much lower basis than the rates 
herein under complaint, and so also rates to South Dakota 
points on defendant’s line to Rapid City, S. D. We give 
below a few comparisons of the rates to South Dakota 
points on defendant’s Rapid City line with the rates to 
destinations embraced by the complainant. 


FIRST-CLASS RATES FROM MINNEAPOLIS. 


To points on Hastings- 
Dakota division. 


To points on Rapid 


City line. Miles. Rate. 

Ree Be Whi ass hia So he es i aia Sa ee eae eneees 328 86 
Worthing, S. Dak......... 331 60 

Pe Ae ee ee SPP eee 386 105 
; Alexandria, S. Dak....... 387 72 

TRE, Fe, NS. 60 6 ck et awe op eene Stn kek eieeteiraees 436 117 
White Lake, S. Dak...... 435 84 

Lee 2h, TO. 2506s rac aweecs as seeeripen sé Vases 485 117 
Reliance, S. Dak.......... 485 108 

Beatialo: Morings;, Th. DAR ss cclewnccacesine coeegevses tex 541 139 
Se eee 554 136 

Wea... TE. Tavis igo oa dees hc heoo a keen bes-145 beens 583 139 
A. Tee Ps io e:e.¢ Reco, 589 140 


These comparisons show much lower rates for like 
distances from Minneapolis to defendant’s Rapid City 
line than to the destinations covered by this complaint, 
except that the farther distant points are upon approxi- 
mately the same basis. In fairness to defendant it should 
be stated that its Rapid City line intersects the lines of 
several carriers having more direct routes from Minne- 
apolis and that therefore the short-line distances to the 
points on this line are from 50 to 100 miles less than 
the distance shown above. 

Further comparisons made by the complainant show 
that the rates from Minneapolis and St. Paul under com- 
plaint are on the average about 45 per cent higher first 
class than rates for equal distances from Chicago and 
Milwaukee to points in Minnesota, Iowa and South Da- 
kota. In this connection it should be remembered, how- 
ever, that rates are usually lowest in those sections where 
traffic is most dense. 

Comparisons were also made both by complainant and 
defendant between the rates under complaint and the 
rates from the twin cities and from Duluth to points in 
North Dakota on the lines of the Great Northern and 
Northern Pacific. Each side claims that these compari- 
sons support its contentions. We have carried these 
comparisons somewhat further than was attempted at the 
hearing, and have also made comparisons with the rates 
from Minneapolis to points on the Trans-Minnesota and 
Dakota lines of the Minneapolis, St. Paul & Sault Ste. 
Marie, the Minneapolis & St. Louis, and the Chicago & 
Northwestern railroads. The Minneapolis, St. Paul & 
Sault Ste. Marie crosses the southern part of North Da- 
kota directly north of the defendant’s line, while the 
Minneapolis & St. Louis Railroad parallels defendant’s 
line to the south, extending into South Dakota as far as 
Le Beau. The rates to points on these two lines for like 
distances are upon approximately the same basis as the 
rates to points on defendant’s line. This may also be 
said of the rates to points on the North Dakota lines 
of the Great Northern Railroad. However, the rates to 
points in North Dakota on the lines of the Northern Pa- 
cific appear to be on a somewhat lower basis than the 
rates here under complaint. 

The rate comparisons submitted by complainant in 
support of its contentions that the rates complained of 
are unduly preferential can best be summarized by show- 
ing the first class rates and distances from the various 
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points with which comparisons were made. 
ment is shown below: 


FIRST-CLASS RATES FROM MINNEAPOLIS AND COMPET- 
ING MARKETS TO POINTS IN SOUTH DAKOTA AND 
~ as me ON THE LINES OF THE C., M. & ST. 


Such a state- 


From From From 
Minneapolis. Chicago. Milwaukee. 
To— Miles. Rate. Miles. Rate. Miles. Rate. 
Milbank, S. Dak.......... 190 57 605 94 519 94 
Bremen, GB; BR Risiee csicccc es 249 70 663 110 577 110 
Aberdeen, S. Dak......... 288 77 702 114 616 114 
Rose0s, B. Dak... 6.ccc0s. 329 86 744 121 658 121 
Mobridge, S. Dak........ 386 105 800 129 714 129 
Tatanka, S. Dak.......... 438 117 852 177 766 177 
Lemmon, 8. D............ 485 117 899 177 813 177 
Branch line points: 
PG IE” EO dey ncinies vives 297 67 709 117 623 117 
Sissston, B. Dak. ..:..0ss. 227 66 642 101 556 101 
CO Sere 315 72 729 112 643 112 
Edgeley, N. Dak.......... 352 83 766 127 680 127 
pe eee 404 99 819 128 733 128 
ee eee 370 87 785 122 699 122 
From From From 
Winona. Sioux City. Duluth. 
To— Miles. Rate. Miles. Rate. Miles. Rate. 
Milbank, &. Dak... ...66. 296 68 293 68 341 66 
FORM, Se DRsc ose ccc us 354 73 235 62 400 82 
Aberdeen, S. Dak......... 393 77 266 66 439 83 
Reecoe, 8. Dak.......6- +. 434 86 307 73 480 103 
Mobridge, S. Dak......... 494 105 364 79 537 117 
Tatami, Bs DAK. ...66s0s 543 148 415 106 589 117 
Lemmon, &. Dak... . 06+ 590 148 463 116 636 117 
Branch line points: 
Se 402 77 423 92 ais pa 
Sinseton, B. DAK... 6. .scess 333 77 330 75 378 75 
Co aS a ee 419 75 301 85 re aes 
Edgeley, N. Dak.......... 456 83 329 90 
po a: | ae 510 99 383 88 ee 
oo ee eee 476 87 349 78 5 


In order to show more clearly the rate relationship 
between Minneapolis and its competing markets we give 
another table showing the amounts by which the Chicago, 
Milwaukee, Winona, Sioux City and Duluth distances and 
first class rates exceed the distances and first class rates 
from Minneapolis. The results shown in this table are 
deduced from the table above. 


AMOUNTS BY WHICH CHICAGO, MILWAUKEE WINONA, 
SIOUX CITY AND DULUTH DISTANCES AND FIRST- 
CLASS RATES EXCEED DISTANCES AND FIRST-CLASS 
RATES FOR MINNEAPOLIS. 


From 
From From Mil- From Sioux From 
Chicago. waukee. Winona. City. _ Duluth. 
ats 3 $ gs 3 $ 3s $ ¢g 
cm) = a = = oe = 3 
a oF a cs 
Milbank, S. Dak... 515 37 103 11 161 


eo 
~ 
— 
o 
a 
_ 
cooow- Rate. 


Bristol, S. Dak.... 515 40 40 106 —14 —8 151 
—22 —11 151 

Roscoe, S. Dak.... 515 35 35 106 —22 

Mobridge, S. Dak.. 515 24 24 106 —22 —26 151 


vi 
o 
= 
449 
449 
Aberdeen, S. Dak 515 37 449 37 106 
449 
449 
449 


Tatanka, S. Dak.. 515 60 
Lemmon, S. Dak.. 515 60 449 60 106 
Branch line points: 


— 
w 
— 
uo 
rae 
ee 
SOW;NAMIVO 


ww 
para 
| 
bo 
bo 
| 
_ 
a 
o 
- 


Fargo, N. Dak.... 515 50 449 50 106 10 126 25 
Sisseton, S. Dak... 515 35 449 35 106 11 103 9 8 
Harlem, N. Dak... 515 40 449 40 106 3 —14 13 
Edgeley, N. Dak... 515 44 449 44 106 0 —22 —T 
Linton, N. Dak.... 515 29 449 29 106 0 —22 —11 
Orient, S. Dak..... 515 35 449 35° 106 0 —22 —9 


From these tables it appears that while the distances 
from Chicago to the points designated are from 185 to 
283 per cent greater than the distances from Minneapolis, 
the Chicago rates exceed the Minneapolis rates by from 
129 to 175 ‘per cent. The Winona distances exceed the 
Minneapolis distances by from 122 to 155 per cent, but 
the rates are in many instances the same. From Sioux 
City the distances are in many instances less than from 
Minneapolis. It appears that for an excess haul of ap- 
proximately 22 miles Minneapolis pays from 1 to 22 
cents per 100 pounds more than Sioux City on first class 
traffic, while at points where the Sioux City distances 
exceed the Minneapolis distances by as high as 103 miles 
the rates exceed the Minneapolis rates by only 9 cents 
per 100 pounds. The Duluth distances exceed the Min- 
neapolis distances by from 131 to 179 per cent, while 





ee ee eee 
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the rates from Duluth range from 100 per cent to 120 
per cent of the Minneapolis rates. The Duluth distances, 
however, are not short-line distances, the short line from 
Duluth to the points named being in each instance 58 
miles less than via defendant’s route through the twin 
cities. From Chicago, Milwaukee, and Winona the short 
line is through the twin cities. The distances shown 
from Sioux City are short-line distances. 

In connection with the comparison between the rates 
from Minneapolis and Chicago to South Dakota and North 
Dakota points attention was called to the inbound rates 
to Minneapolis and Chicago from the east. The most 
direct route from Chicago to the territory of destination 
herein involved is via the twin cities, and the most direct 
all-rail route from. the east to the twin cities is via Chi 
cago. Consequently the distance from Chicago to the 
twin cities constitutes the difference between Chicago 
and the twin-city distances, both in the case of the move 
ment from the east to these points and in the movement 
from Chicago and Minneapolis to the west. Howevet 
while the first class rate from New York to Minneapolis 
exceeds the first class rate from New York to Chicago 
by 40 cents, and the first class rate Pittsburgh to Min- 
neapolis exceeds that from Pittsburgh to Chicago by 50 
cents, the Chicago rates to the Dakota destinations in- 
volved in some cases exceed those from the twin cities 
by as little as 24 cents per 100 pounds. The local rate 
Chicago to the twin cities is 60 cents per 100 pounds 
first class. The Chicago rates to destinations on de- 
fendant’s transcontinental line exceed the rates from 
Minneapolis to the same destinations by 48.5 cents, first 
class, at Granite Falls, Minn.; 37 cents at Milbank, S. D.; 
40 cents at Bristol, S. D.; 24 cents at Mobridge, S. D.; 
60 cents at Tatanka, S. D., and continue at this differ- 
ential almost to the Pacific coast. The relation between 
the rates from Chicago and Minneapolis to points on 
other North and South Dakota lines is as follows: To 
destinations on the transcontinental lines of the Northern 
Pacific, Great Northern and the Minneapolis, St. Paul & 
Sault Ste. Marie the Chicago rates with only a few ex- 
ceptions exceed the twin-city rates by the full local rate 
Chicago to Minneapolis, ranging from 60 cents first class 
to 18 cents class E. The lines south of defendant’s trans- 
continental line, which extend into, but not through, 
South Dakota, publish rates from Chicago which are upon 
a more favorable basis as compared with the twin cities. 
The Chicago & Northwestern Railroad, for instance, for 
an excess distance of 332 miles publishes rates from 
Chicaog which exceed the rates from Minneapolis to 
Marshall, Minn., by 39.6 cents first class, to Raymond, 
S. D., by 34 cents, and to Gettysburg, S. D., by 24 cents. 
The rates of the Chicago, Rock Island & Pacific Railway 
from Chicago exceed the rates from Minneapolis to Water- 
town, S. D., by 33 cents, first class, and to Elkston, S. D., 
by 24 cents. The Chicago distances to these points ex- 
ceed the Minneapolis distances by 371 and 394 miles, 
respectively. The Chicago rates to South Dakota points 
on the Minneapolis & St. Louis Railroad exceed the twin- 
city rates by from 26 to 41 cents first class for an 
excess distance of 370 miles. Although complainant does 
not contend that the rates from Chicago to destinations 
in the Dakotas should be on the basis of the full com- 
bination of locals on the twin cities, it is argued that, 
measured by the proportional rates which the twin-city 
merchant is required to pay for the haul from Chicago 
to the twin cities on through traffic from Pittsburgh, 
and bearing in mind that the haul from the twin cities 
to the Dakota destinations is shorter than the haul] from 
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Pittsburgh to the twin cities, the rates from the twin 
cities to South Dakota points should be at least 55 cents 
first class under the rates contemporaneously charged 
from Chicago to the same points. It is argued that the 
low inbound rates to the twin cities are a natural advan- 
tage, by virtue of the proximity of the twin cities to the 
head of the lakes, and that they cannot rightfully be 
deprived of this advantage by the exaction of high, or 
relatively high, outbound rates to the territory under 
consideration. 


However, it is further argued by complainant that 
the twin cities form an important manufacturing center, 
and that when viewed from this standpoint it becomes 
evident that the rates to the Dakota destinations must 
be considered in and of themselves, independent of the 
total charge inbound and outbound which the distributors 
and wholesale merchants located at the twin cities and 
at competing markets must pay. 


At the hearing defendant and the interveners who 

came to its support entered an objection to the sufficiency 
of the complaint on the ground that all the carriers who 
will be affected by the rate adjustment which complain- 
ant seeks to attain have not been made parties. The 
Minneapolis, St. Paul & Sault Ste. Marie, and the Min- 
neapolis & St. Louis railroads have lines paralleling de- 
fendant’s line in the Dakotas as far westward as the 
Missouri River, and it is asserted that any reductions 
made in the rates to points on defendant’s line will com- 
pel like reductions on the lines of the other carriers 
serving the same general territory. Defendant suggests 
that complainant is directing its attack against the rates 
to points on defendant’s transcontinental line, because 
the density of traffic is greater via this line and the 
mileage shorter than via most of the competing lines in 
the territory of destination involved. The competing 
carriers had opportunity to intervene if they so desired. 
In Lum vs. G. N. Ry. Co., 21 I. C. C., 558, 561 [The Traffic 
World, Nov. 18, 1911, p. 844], a similar objection was 
raised, with regard to which we used the following lan- 
guage: 
Guirist sak 08 af is eomen on ee ee 
ore rates are made parties to the proceeding is immaterial in 
its bearing upon the legality of this complaint. A complainant 
cannot be expected to search public and private records with 
the view of discovering all parties that may be interested in a 
certain proceeding. Full publicity attends every step of all 
proceedings before the Commission, and it must be assumed 
that parties interested will take notice of what is going on. 

A further objection is raised by the defendant and 
interveners to complainant’s testimony on the ground that 
no shipper or party directly interested in the rates testi- 
fied. It appears from the record, however, that Minne- 
apolis shippers were present at the hearing and were 
ready to confirm the representations made by complain- 
ant’s traffic manager and the traffic manager for the St. 
Paul Association of Commerce, but were not called as 
witnesses because of the short time allotted for the hear- 
ing. In some cases the testimony of shippers is essential. 
This is especially true when reparation is to be awarded. 
However, comparison with rates in nearby territory or 
elsewhere where the same general conditions exist may 
often suffice without other showing to indicate that the 
rates complained of are discriminatory or excessive. We 
call attention to the following language from our opinion 
in Lum vs. G. N. Ry. Co., supra, at p. 561: 

With respect to the contention of defendant that complain- 
ant is not qualified to make a complaint, and that, in the ab- 
sence of any complaint from any party actually interested, this 
proceeding should be dismissed, we call attention to the last 
sentence of section 13 of the act to regulate commerce: 


“No complaint shall at any time be dismissed because of 
the absence of direct damage to the complainant,”’ 
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In support of defendant’s contention that the rates 
from the twin cities to its South Dakota and North Da- 
kota destinations are just and reasonable, comparisons 
are made with the rates of other carriers in the same 
general territory. These comparisons we have already 
fully discussed. 

It is further argued in defendant’s behalf that in 
making comparisons of the total charges inbound from 
eastern points and outbound to Dakota destinations, 
which must be paid by the wholesale merchants and 
jobbers at Chicago, Minneapolis, and competing markets, 
consideration should be given to the comparatively low 
inbound lake-and-rail rates to the twin cities. Via the 
lake-and-rail route the rates from New York to the twin 
cities exceed those via lake-and-rail to Chicago by 21 
cents first class. While the combinations on the twin 
cities of rates via the all-rail routes from New York, 
Pittsburgh, and other Eastern points exceed the com- 
binations all rail via Chicago, the combinations on the 
twin cities via the lake-and-rail routes are in all cases 
less than on Chicago. The combinations on Sioux City 
are greater than on the twin cities both via the all-rail 
routes and the lake-and-rail routes. The rates from the 
East to Winona are the same all rail and lake and rail 
as to the twin cities,-and therefore in cases where Winona 
takes the same rates as the twin cities to points in 
South Dakota the combinations on the two points are the 
same. It is stated by the defendant and the interveners 
that the twin-cities adjustment is the dominant factor 
in the Dakotas; that it is a standard which the carriers 
have tried to equalize from these competing markets. It 
is argued that competition between markets and rail- 
roads for the business of a certain consuming territory 
should be encouraged rather than retarded and that it 
is proper for carriers to adjust their rates so as to place 
markets upon an equalized basis. 


On behalf of the Chicago Association of Commerce 


exhibits were introduced in evidence showing that if. 


the Minnesota distance tariff were used as a basis for 
measuring the differentials for the excess distance in 
the westward movement of 415 miles Chicago over the 
twin cities, the differentials arrived at would be much 
lower than those at present in effect. This result is at- 
tained by applying the same progressive ratio of increase 
per 100 miles to the excess distance Chicago over the 
twin cities as exists in the Minnesota distance tariff 300 
to 400 miles. Similarly the ratio of increase in rates for 
a distance of 400 miles over the rates for a distance of 
300 miles as found in the Illinois state scale, the Missouri 
state scale, the Nebraska state scalé, and Central Freight 
Association scale were applied to the excess distance 
Chicago over the twin cities, and in each case it was 
found that the resulting differentials would be lower than 
those at present in effect. These comparisons, however, 
could only be recognized as proper if the distance scales 
which were used in the computation were applied in fixing 
the rates from the twin cities to the Dakota destinations. 

Our attention was also called to the lines of the Chi- 
cago, Rock Island & Pacific Railway and the Illinois 
Central-South Dakota Central railways, which extend from 
Chicago to points in Northern South Dakota, adjacent 
to some of the points here in issue. The northern ter- 
minus of these lines is Watertown, S. Dak., and it is 
stated that since these carriers reach Chicago and not 
the twin cities, they are essentially interested in main- 
taining Chicago upon a competitive basis. In in re class 
rates to Watertown, S. Dak., 26 I. C. C., 685 [The Traffic 
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World, June 14, 1913, p. 1246], we approved an increase 
in the rates via these lines from Chicago to Watertown 
of from 88 cents to 96 cents, first class. The rates via 
defendant’s line from Chicago to Aberdeen, S. Dak., which 
is a small distributing center competitive with Water- 
town, are $1.14 first class. 


It is further argued in defendant’s behalf that the 
volume of traffic which moves from Minneapolis to the 
points in controversy as compared with that which moves 
from competing markets evidences an equitable rate ad- 
justment. In support of this contention defendant sub- 
mitted a statement showing the receipts of less-than- 
carload freight at stations on the Hastings & Dakota 
division in Minnesota, North Dakota, and South Dakota 
during the 11 months from January, 1913, to November, 
1913, inclusive. This statement shows that the freight 
coming to these stations from Chicago including ship- 
ments which moved through Chicago from the East to- 
taled approximately 29,000,000 pounds, while freight billed 
from the twin cities at Minnesota Transfer, no through 
shipments being included, totaled 98,000,000 pounds. To 
North Dakota and South Dakota destinations the Chicago 
shipments totaled 18,000,000 pounds as against 29,000,000 
pounds from the twin cities. In this connection refer- 
ence is made to our decision in Receivers & Shippers 
Asso. v. C.,' N. 0. .& 9. Po Ry, Oe.,. 18 £.. 6. C, ‘440; 468, 
459 [The Traffic World, May 28, 1910, p. 682], where we 
said: 

It is a maxim of rate making that the rate should be such, 
if possible, as to move the traffic. Within certain limits a rail- 
road is bound to protect its territory, and within those limits 
this Commission may consider the rates and their effect upon 
the movement of traffic. The east and the west find a common 
market in this section of the-south, and in determining whether 
the present rates from the west are reasonable one subject of 
inquiry is the movement of traffic under the present rates. It 
has been fifteen years since the former case was decided, and 


during all that time these rates have continued in effect. How 
—_ ae —- moved under them from these two sections? 


The question is whether the west ‘has a fair vate for the 
movement of its manufactures and merchandise into the south. 
‘ The defendants were required to file a second statement 
showing the movement at class rates and the movement of 
manufactured articles and merchandise at commodity rates, 
from which it appears that nearly one-half the tonnage of these 
articles moving from the west is at commodity rates, while from 
the east the movement is largely under class rates. It also 
appears from this statement that the movement under first and 
second class rates is larger from the east than from the west, 
although the entire movement under class rates is larger from 
the west than from the east. 
The fair inference from all these statements seems to be 


‘that this relation in rates between the east and the west which 


has been in effect for the last third of a century does not today 
abnormally promote the movement of traffic from either section. 


With regard to the rate relationship between the twin 
cities and Duluth, it is argued by defendants that the 
Duluth rates are not properly in issue because no men- 
tion was made of this comparison in the complaint. It 
is also asserted that defendant is compelled to publish 
rates from Duluth to points on its line which are com- 
petitive with those maintained by the Northern Pacific. 
The Northern Pacific crosses Southern North Dakota run- 
ning parallel with defendant’s transcontinnental line. 


On behalf of the traffic bureau of the Sioux Falls 
Commercial Club, it is contended that no reduction should 
be made in the rates from the twin cities to South Da- 
kota points, because of the resultant disadvantage to 
wholesale merchants and jobbers at Sioux Falls and other 
South Dakota points. 

On the present record we find that complainant has 
not proved the existence of undue discrimination in the 
rates from the twin cities to South Dakota points as 
compared with those to the same points from competing 
markets. To a certain extent carriers are justified in 
placing competitive markets upon an equal basis. This 


ee 
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was recognized in Indianapolis Freight Bureau v. C., C., 
C. & St. L. Ry. Co., 15 I. C. C., 504, 512. [The Traffic 
World, March 20, 1909, p. 402]: 


Nor can the Commission hold that because the proportionals 
from Chicago to Cincinnati are not higher than the propor- 
tionals from Indianapolis by the same percentages as the Chi- 
cago mileage is in excess of the Indianapolis mileage such an 
adjustment ipso facto gives undue preference and advantage to 
the Chicago shipper and subjects the Indianapolis shipper to 
unjust discrimination. It is evident that proportional rates 
from a more distant point must be less per mile to permit that 
place to compete in the common market; and the Commission 
does not feel warranted in condemning a system of rate mak- 


-ing whereby wholesome competition between producing centers 


in a common market is preserved when no showing is made 
that the rates complained of are unreasonable or do in fact 
result in unjust discrimination or that the more advantageous 
geographical location of one point has been disregarded and 
vitiated by an abnormal adjustment. 

However, in some instances the rates from Minne- 
apolis to the destinations herein involved are unjust and 
unfeasonable per se. This becomes evident when it is 
observed that in many instances the rates from Minne- 
apolis and St. Paul to points on defendant’s transcon- 
tinental line including the destinations here involved 
increase in the movement westward greatly out of propor- 
tion with the increase in distance. The most marked 
example of this is found immediately upon crossing the 
Minnesota-South Dakota boundary, as is shown in the 
table below: 


CLASS RATES, IN CENTS PER 100 POUNDS. 








From 
Minneapolis to— Miles. 1 2 3 4 5 
Mibank, &. Dak.......0 190 57.0 49.0 37.0 28.0 23.0 
Big Stone City, Minn....179 46.3 38.6 30.9 23.1 18.5 
DAMeEreMce ...ccccecs 11 10.7 10.4 6.1 4.9 4.5 
From 
Minneapolis to— Miles. A B Cc D E 
Milbank, S. Dak......... 190 23.0 20.0 17.0 14.0 12.0 
Big Stone City, Minn....179 20.8 16.2 13.9 11.6 9.3 
Difference .......... 11 2.2 3.8 3.1 2.4 3.7 


Milbank, S. Dak., is the first station beyond the Min- 
nesota-South Dakota boundary, while Big Stone City, 
Minn., is the last station in Minnesota before reaching 
the boundary line. It will be observed that although 
Milbank is only 11 miles beyond Big Stone City the 
spread in the rates from Minneapolis to these two cities 
is as high as 10.7 cents first class. The disproportionate 
increase in rates at Milbank as well as at other South 
Dakota and North Dakota points is also evidenced by the 
increase with increased distance of the per-ton-mile reve- 
nue derived under the prevailing rates. This is illustrated 
in the table belgw, which shows the first-class rates, the 
distance from Minneapolis,‘and the resulting per-ton-mile 
revenue to representative points along defendant’s trans- 
continental line. 


First class rates. 
Per 100 Per ton- 


s : . pounds, mile, 

From Minneapolis, Minn., to— Miles. cents. cents. 
Main-line points: 

I fae di estar pceces ws neetic oe aim 51 21.8 8.55 
Eeere EGS, Minn. ......ccccccccces 75 25.7 6.85 
BO, TI bck ccebeclec 66d wenbwer 99 30.6 6.18 
Granite Falls, Minn. ................. 121 35.5 5.87 
BEOMCOVIESO,. MIM. 2. ie ciccecccccces 134 37.5 5.60 
I TO oo con dwigwibe embod 157 42.4 5.40 
See PO Ceey;, BEI. nk occ cccccccs 179 46.3 5.17 
SS ORO 190 57.0 6.00 
I, MS cas 55 aid da binlove mig 5 213 59.0 5.54 
EE, (aighiaig' be Saw wade ewe aor 226 64.0 5.66 
EE Oe NN ind, wea tne pted cause re 248 70.0 5.65 
PEE, UL ER, bd v.ceas cid woedes cece 258 70.0 5.42 
I SE «wie coins: tug ated aeeead 273 77.0 5.64 
; lS eee ee 287 77.0 5.36 
UR SME, 8 co pn54.5-« viet a ween 313 83.0 5.30 
i i  occicwabcwsleeteeiigece 328 86.0 5.24 
SE EE, iran chi bokbact cw ance ce 343 90.0 5.24 
OE eee re ere 364 100.0 5.49 
po eee ee 386 105.0 5.44 
pe eS See 409 117.0 5.72 
I: OM Sig aiale nc.a ea me dee 438 117.0 5.34 
ee 463 117.0 5.05 
ON le BO oa ss vine pass pclewdw'ied 485 117.0 4.82 
SE es SEG, ws acdemcawndinead ocac 509 125.0 4.91 
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Buffalo Springs, N. Dak. ............ 541 130.0 4.80 
I ML, GS 0.6 +-0in ob nw y's 5cetnee's 562 134.0 4,77 
EE DES 9s b-< cos cceccuet tee 583 139.0 4.76 
EAREMOWUOTEE, BOOT. ooo cc ceeccceses eos. OD 190.0 4.15 
Oe” Pee ee ee 1,008 210.0 4.16 
Se NE. ~ 6 on Seer 5 oe Kan acween 1,219 220.0 3.61 
DLS CE” <sinws 6csesceha sess otis 1,294 235.0 3.63 
SE, . o-o slow od cease 0 os ntew es 1,313 245.0 3.73 
RS TUNE, itn a eo pt0s wa nceense ses 1,662 296.0 3.56 
I OL. 5. so ouaiers waleibatesia wand 1,718 300.0 3.49 
CC: 2.0 ish ran wawedtnawaS ou 1,755 300.0 3.42 
Branch line points: 
Fargo Branch— 
I, I oc cc Ska S0Keuss Se 249 54.0 4.34 
EG CUES SE s,s hb pultep'e caeaeciae ses 297 57.0 3.84 
Sisseton Branch— 
. ..... — _ aac 207 64.0 6.18 
eT. TR. « o 6 o'0 00 c wadeenensaens 227 66.0 5.81 
Harlem Branch— 
MRE. cncc cet bicles be Siecle 286 70.0 4.89 
I I ain id cerek-o'eic-e b@deinse's 315 72.0 4.57 
Edgeley-Mitchell Branch— 
GS SO errr err re 352 83.0 4.71 
OE PE rere 326 77.0 4.72 
SE MR Mn aa Sie oes ce wee deals eas 329 77.0 4.68 
i. eS er 388 77.0 3.97 
ER, en a wre sce sense ed= 417 75.0 3.59 
Orient-Linton Branch— 
SE En don Sos vicpekncsesi ces 370 87.0 4.70 
i i EE os ks nk whaels came eoons 404 99.0 4.90 
OS a ee” rr ee er 374 ~ 95.0 5.08 
Isabel Branch— 
RE UCM, o(hdbc co srsaw¥ sin eec det 449 117.0 5.21 
Faith Branch— 
I OR on a os. 6 6 as 006.0 CeO 540 137.0 5.07 
Minate Mitte, G DER. ...cccercsccsess 497 127.0 5.11 
New England Branch— . 
New England, NW. Dak. .......cccceec 550 137.0 4.98 
a rere ss 468 127.0 5.42 


It will be observed that the per-ton-mile revenue grad- 
ually decreases with increased distances at defendant’s 
Minnesota stations until it reaches 5.1 cents at Big Stone 
City, Minn., 179 miles from Minneapolis. Upon crossing 
the Minnesota-South Dakota boundary, however, the reve- 
nue per ton-mile increases to 6 cents at Milbank, S. Dak., 
and remains higher than at Big Stone City at all stations 
on the main line up to and including Tatanka, S. Dak., 
which is 438 miles from Minneapolis and 259 miles be- 
yond Big Stone City. The rate from Minneapolis to Ta- 
tanka is $1.17 first class, and yields 5.34 cents per ton- 
mile. The decline in the per-ton-mile revenue at South 
and North Dakota stations from the high point at Mil- 
bank of 6 cents to the low point at Montline of 4.76 
cents is not uniform. It will also be observed that to- 
ward the ends of the branch lines extending northward 
and southward from the main line the rates are on a com- 
paratively lower per-ton-mile basis than for similar dis- 
tances on the main line. This is due to the intersection 
with the branch lines of the more direct lines from the 
twin cities of the Minneapolis, St. Paul & Sault Ste. Marie, 
Northern Pacific, Great Northern, Minneapolis & St. 
Louis, and Chicago & North Western. 

It is our opinion that the increase in rates to South 
Dakota and North Dakota points on defendant’s trans- 
continental line should be more gradual. To effect this 
result we have prescribed in the table given below rates 
for distances up to 600 miles which should be observed 
by defendant as maxima for the future for like distances 
in the movement from the twin cities to the destinations 
herein involved. We find that the present rates are un- 
just and unreasonable in so far as they exceed those 
named in the table below. 


CLASS RATES ms ee PER 100 POUNDS 
3 


Miles. es £'2 2-2 2 Ss 
ON gi eA euidsie aces eee aes 52 43 34 26 21 21 18 16 18 10 
OS Re ee 57 48 38 29 23 23 20 17.15 11 
Be GP in kco obs céwhoaeies 62 5241 31 36 25 23 19 16 18 
ee Os oa 5d onc vk coe pe oC 86 424 32 2 Sy 2 26.17 
Be WP ns So Sow caecons 71 60 47 36 28 38 235 31 18 14 
Bee WON is bio wt nceweees 76 64 50 38 30 30 26 23 19 15 
Se Sass wale no co Shain 80 67 53 40 32 32 28 24 20 16 
ee: MO Wh 6 5 03-sKecscccent 8 71 56 43 34 34 30 26 21 17 
I OE 65h bn a ei-wmddas 89 75 59 45 86 36 31 37 223 18 
MT MN 6-6 6k cd eae dae 94 79 62 47 3838 38 32 238 34 19 
Se WP Wi oo Skt cdae suo h% 98 82 65 49 39 39 384 29 25 20 
Se eer ee 102 85 68 51 41 41. 35 30 25 20 
ee Bt iio Vancccesttee 106 90 70 53 43 43 37 32 26 21 
ee ee 111 93 74 56 44 44 39 33 28 22 


ME UR Es che saapaecp ests 115 97 77 58 46 46 41 35 29 23 





it 

on 
thi 
mé 
fol 


ek on on on on 9 OD OS DO DO OO DS DN BO 











July 18, 1914 


481 to-BORinw cece. eee, 119 100 79 60 48 48 42 36 30 24 

501 tO B20...... ce eeeccece 123 103 82 62 49 49 43 37 31 26 

521 tO: SEOs. cee ce eee ces 127 107 84 64 50 50 44 38 32 26 

541 te FEO... .ccecccsccces 130 110 87 65 52 52 46 39 33 26 

561 COD. 0 ccc cc et venes 134 113 89 67 54 54 47 40 34 27 

582-00 GOW. oo. ob oe is tecee 138 116 92 70 56 56 49 42 35 23 
ORDER. 


It is ordered, That the above-named defendant be, and 
it is hereby, notified and required to cease and desist, 
on or before Sept. 1, 1914, and for a period of not less 
than two years thereafter to abstain, from charging, de- 
manding, collecting, or receiving its present class rates 
for the transportation of traffic from Minneapolis and 
St. Paul, Minn., to points on its transcontinental line 
in South Dakota and North Dakota for distances up to 
600 miles. 

It is further ordered, That said defendant be, and 
it is hereby, notified and required to establish, on or be- 
fore Sept. 1, 1914, upon notice to the Interstate Commerce 
Commission and to the general public by not less than 
5 days’ filing and posting in the manner prescribed in 
Section 6 of the act to regulate commerce, and for a 
period of not less than two years after said Sept. 1, 
1914, to maintain and apply to the transportation of 
trafic from Minneapolis and St. Paul, Minn., to points 
on its transcontinental line in South Dakota and North 
Dakota for distances up to 600 miles, rates in cents per 
100 pounds which shall not exceed the rates for such 
distances named in the following table, to-wit: 
POUNDS. 

A BC 


RATES ON PETROLEUM 


CASE NO. 5448 (Unreported opinion, No. A—670) 
BOARD OF RAILROAD COMMISSIONERS OF THE 
STATE OF MONTANA VS. CHICAGO, BURLING- 
TON & QUINCY RAILROAD CO. ET AL. 


Submitted July 18, 1913. Decided June 4, 1914. 

j. Rates for the transportation of petroleum and its products 
from Cowley, Wyo., to stations on the Chicago, Milwaukee 
& St. Paul Ry., in Montana, found to be unreasonable and 
unduly prejudicial to the extent they exceed 10c per 100 
pounds less than the Yates contemporaneously in effect to 
the same destinations from Casper, Wyo. 

2. The present record does not afford an adequate basis upon 
which the Commission can attempt to make the general 
revision requested of rates on oil from, the Cowley and 
Casper fields. 


EB. A. Morley and O. W. Tong for complainant. 

E. T. Clark, H. H. Holcomb, H. H. Brown, R. B. Scott, 
Charles Donnelley and John F. Finnerty, Jr., for Chicago, 
Burlington & Quincy Railroad Co.; Northern Pacific Rail- 
way Co.; and Great Northern Railway Co. 

J. C. Maring for Butte, Anaconda & Pacific Railway 
Co. 





Report of the Commission. 
BY THE COMMISSION: 
This proceeding was instituted by the Board of Rail- 
road Commissioners of the State of Montana, in behalf 
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of the Northwestern Oil Refining Co. (hereinafter called 
the complainant), a corporation engaged in the produc- 
tion of oil at Cowley, Wyo. By complaint filed Jan. 17, 
1913, complainant attacks as unreasonable and unduly 
prejudicial defendants’ rates for the transportation of 
petroleum and its products from Cowley to 62 named 
stations in Montana on the lines of the Chicago, Bur- 
lington & Quincy Railroad Co., the Great Northern Rail- 


way Co., the Northern Pacific Railway Co., the Chicago, — 


Milwaukee & St. Paul Railway Co.,-and the Butte, Ana- 
conda & Pacific Railway Co. To stations on the Chicago, 
Milwaukee & St. Paul Railway the rates attacked are 
combinations of defendants’ local commodity rates to 
Judith Gap or Miles City, Mont., with their first-class 
rates beyond. To stations on the lines of other defend- 
ants, the rates complained of are joint through rates from 
Cowley. The petition’ contains a prayer for reparation 
which, however, was withdrawn at the hearing as to the 
present complainant, it having been stated that complain- 
ant did not pay the freight on the shipments in question. 

Cowley is on the line of the Chicago, Burlington & 
Quincy Railroad extending south from Billings through 
Cowley and Casper, Wyo., to Orin Junction, Wyo. Cow- 
ley is 84 miles south of Billings and Casper is 245 miles 
south of Cowley. Oil is produced in considerable quanti- 
ties in the entire territory between Cowley and Casper, 
and complainant states that its principal competition in 
the sale of oil in Montana is with oil produced at Cas- 
per. Practically all of complainant’s output of refined 
oil is marketed through the selling agency of the Con- 
tinental Oil Company, one of the subsidiaries of the Stand- 
ard Oil Company. Following is a comparison of rates on 
refined oil from Cowley and from Casper to certain sta- 
tions on the various delivering lines, which have been 
selected as typical] of the general rate situation: 


From Cowley. From Casper. 


Rate Rate 
Dis- per Dis- per 
tance 100 lbs. tance 100 lbs. 


in miles. cents. in miles. cents. 
C. B. & Q. R. R. Co.: 


sg CR RE See Seer 84 $30 329 50 
Great Northern Ry. Co.: 
I hai o0) 3.4 50'0 cw laicisnitgas orsiaLe 109 47 354 67 
ME, a acia's-c 9s Owic areas 174 60 419 70 
I I oc iv bike. c's corneas 296 *60 541 70 
I og os a ie karate Siaehi 294 *60 539 70 
NE a wisi Shoals hie na a wees widwld 291 *60 536 70 
a oS an ae oe 4 election 289 *60 534 70 
MI on a atare ois co Po 0k skas 524 70 769 80 
Northern Pacific Ry. Co.: 
DE I Si 6.0 6c os oa o5ss0ae aes 231 55 476 70 
RR a ree ae ea 309 65 554 75 
DS ik o:8 0 Sn 89g 5: daca 169 60 414 70 
enn os toes wip ae Cones 411 65 656 75 


C. M. & St. P. Ry. Co.: 





Harlowton 73 341 70 

EE 8 osscd cain s Coe nd bean cnne 89 511 70 

Mussellshell 93 534 70 

EE O85 boa S-h.p:b ae anes a ak 88 546 70 

I, 6 ot G 6 Re winc h 64a aR OLS 86 580 65 
Butte, Anaconda & Pac. Ry. Co.: 

EE Bhs 0 Fos biedins 3 ds kows 315 *60 560 70 





t The rate on crude, smudge, gas or fuel oil is 20 cents. 
* The rate on crude, smudge, gas or fuel oil is 30 cents. 


Complainant does not question the reasonableness of 
defendants’ rates on crude or fuel oil to the points shown 
above, but does contend that a similar difference between 
the rates on crude or fuel oil and on refined oil should 
be established and maintained from Cowley to all the sta- 
tions in question. 

It will be seen from the above table that on refined 
oil rates from Cowley are in all cases less than the rates 
from Casper except to points on the Chicago, Milwaukee 


_ & St. Paul Railway, to which through rates from Cowley 


are made, as stated, by combination of the rates to and 
from Judith Gap or Miles City, while the rates from Cas- 
per to those stations are joint through rates. This lower 
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adjustment from Cowley than from Casper is also in ef- 
fect, generally speaking, to all the other stations involved 
in this proceeding. To a few stations the rates are the 
same from Cowley as from Casper. The difference in 
rate in favor of Cowley is in most cases 10 cents, but 
it ranges as high as 20 cents, the latter difference being 
in effect at 9 of the 62 stations involved. In view of this 
relation of the rates between these respective points of 
production it is evident that complainant’s case must rest 
on grounds other than an actual disadvantage to it in 
cents per 100 pounds in its rates from Cowley, especially 
as complainant’s witness testified that the oil produced 
at Cowley is of a higher grade than the oil produced at 
Casper. The Continental Oil Co. handles under contract 
the refined product of the oil wells in the Casper field. 
The following is an extract from complainant’s testimony 
on this phase of the case: 


Q. Now, the territory that you are permitted to get into 
is largely that territory that is controlled by the Continental 
Oil Co., is that true? 

A. Entirely so. ... 

Q. And your ability to do business in the state depends 
upon the orders that they place with you for your product? 

A. Entirely. 

Q. They practically control this field in one way or an- 
other? 

A. Yes, sir. 

And the reason you don’t get out more cars at Cowley 
is simply because the Continental -Oil Co.-does not call on you 
for more? 

A. Yes, sir. 

Q. For a greater portion of your product? 

A. Yes, sir. 

Q. Do I understand that the Continental Oil Co. owns the 
plants, the refineries at Casper? 

A. I understand they do not. I have heard that they did, 
but I have also heard it contradicted—that they have no inter- 
est whatever, except that they have contracted for a term of 
years for all the output of kerosene and gasoline. 


Complainant introduced in evidence statements of 
rates in North Dakota and Minnesota for similar distances, 
intrastate and interstate, in comparison with the dis- 
tances from Cowley to the Montana points involved 
herein, together with statements of the relative density 
of tonnage per mile in Montana and in those states. De- 
fendants contend in this respect that no oil is produced, 
in commercial quantities at least, in North Dakota and 
Minnesota, and that the conditions of transportation in 
those states are substantially dissimilar from the condi- 
tions obtaining in Montana. 

It is stated on behalf of the defendants that more 
oil is shipped into Montana from Eastern points including 
Sugar Creek, Mo. (Kansas City), the Kansas gas belt, 
and Whiting, Ind., and on lower rates, than from Casper, 
and that complainant’s principal competition must there- 
fore come from the East rather than from Casper. The 
rate on refined oil from Cowley is lower than from Sugar 
Creek, for instance, by 25 cents to Glendive; 25 cents to 
Terry, 35 cents to Miles City; and 34 cents to Butte. 

The record as made presents three main questions: 
(1) Whether rates from Cowley to the points in issue 
are unreasonable in themselves or unduly prejudicial 
compared with the rates from Casper; (2) whether the 
rates on crude or fuel oil to these stations should be 
lower than the rates on refined oil; (3) and whether 
joint rates should be established to points on the Chi- 
cago, Milwaukee & St. Paul Railway in lieu of the present 
combination rates. 


The determination of the first question involves con- 
sideration of the contention made in defendants’ brief 
that “Cowley and Casper might well be maintained on 
the group basis, although as a matter of fact, Cowley | 
has better rates than Casper to many destinations, and 
that to attempt to fix a differential at this time would 
lead to great embarrassment in the further development 
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of oil properties in this region.” The record shows, as 
stated, that the entire territory between Cowley and 
Casper is impregnated with oil. We do not feel justified 
upon this record in increasing the present differential 
between Cowley and Casper, and we do not find that 
defendants’ rates from Cowley are unreasonable in and 
of themselves. 

Neither do we feel, in respect of the second question 
suggested above, that the present record is sufficient 
upon which to fix to stations other than those to which 
a differential is now in effect, a proper differential be- 
tween the rates on fuel or gas oil and on refined oil. It 
would seem from the fact that defendants state of record 
that the differential has been established to all points 
in Montana at which crude or fuel oil is actually used 
that complainant’s request that a proper differential be 
established is not unreasonable. 

With respect to the question suggested under the 
third heading above, we can see no reason why joint 
rates should not be established to stations on the Chi- 
cago, Milwaukee & St. Paul Railway that would bear due 
relation to the joint rates now in effect to points on 
the other lines defendants herein. Defendants contend 
upon brief that inasmuch as joint rates are not asked 
for in the petition we cannot, as a matter of practice, 
establish them upon this record. The rates to these Mil- 
waukee stations are alleged, however, by the petition 
to be unreasonable and unduly prejudicial, and we find 
them to be so to the extent they exceed 10 cents per 
100 pounds less than the rates contemporaneously in 
effect to the same stations from Casper. We shall make 
no order with respect to the rates to Chicago, Milwaukee 
& St. Paul stations at this time, but shall expect de- 
fendants to readjust those rates on the basis indicated 
within sixty days from the date of our report herein. 

The record seems to indicate rather clearly that 
defendants should give further consideration to the ad- 
justment of oil rates from this district, including the re- 
lation between rates on crude and refined oil. They 
apparently recognize this necessity, as evidenced by the 
testimony offered on behalf of the Chicago, Burlington 
& Quincy Railroad, the initial carrier from Cowley on 
the traffic now under consideration and one of the ini- 
tial lines from Casper. 

We do not feel, as we have already stated, that we 
can with confidence undertake to deal comprehensively 
with the rate situation from this entire field upon the 
present record, which tends to indicate that much, if _ 
not all, of complainant’s difficulty in the disposition of 
its oil, so far as it arises from the competition of oil 
produced at Casper, is due to conditions of the sale rather 
than of the transportation of its product. 

The case will be held open for sixty days. If within 
that time rates are not established in conformity with 
this opinion, complainant may take such further action 
as may be necessary to place the matter before us upon 
an adequate petition and record. 

Commissioner Clark took no part in the decision 
of this case. 


REPARATION ORDER. 


A reparation order has been made in the complaint of 
the Chattanooga Brewing Co. vs. Nashville, Chattanooga & 
St. Louis et al, for $1,110, with interest from January 1, 
1913, on account of shipments of beer from Chattanooga to 
Jacksonville, Palm Beach and Miami, Fla. The payment 
is to be made on or before September 1. 
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INTERMOUNTAIN RATE CASES 





All Questions to Be Disposed of by January 1—Fourth 
Section Order Issued. 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. O. 


All questions raised by or pertaining to the inter- 
mountain fourth section application cases, the Commis- 
sion hopes, will be disposed of not later than January 
1 next. By that day the carriers involved have prom- 
ised to put into force all rates made necessary by the 
order, the legality of which was sustained by the Fed- 
eral Supreme Court. 

All rates except 107 pertaining to heavy commodi- 
ties which move by sea in large volume are to be 
effective October 1. The carriers believe they should 
have relief, as to them, from that part of the order 
forbidding any departures from the long-and-short-haul 
rule on shipments between the Missouri River and Pa- 
cific Coast terminals. The rates on them are one dollar 
or less in carloads, and $2 or less in less than carloads. 
As to them, a hearing will be held early in October. 

The opening of the Panama Canal on January 1, 
the existence of barge lines on the Mississippi, and the 
ease with which the water service between St. Louis 
and Kansas City can be extended, presents the prob- 
ability that much of that heavy commodity tonnage to 
which the 107 excepted rates apply will go via New 
Orleans and the canal at even lower than the rates that 
are to be discussed. Therefore the carriers are right 
up against the necessity for determining whether they 
will bid good-by to either the terminal or the inter- 
mediate traffic of that character. 

This expectation on the part of the Commission was 
set forth in fourth section order No. 124, issued July 
11 with regard to fourth section applications Nos. 205, 
342, etc., of R. H. Countiss. The order is in the nature 
of a memorandum instead of the form of such orders. 
In it the Commission set forth the facts hereinbefore 
mentioned, together with the announcement that as to 
“diagonal traffic’—that is, from the Lake Superior 
region to South Pacific terminals, and from Galveston 
to North Pacific terminals—the boundaries of zones had 
been made to conform to the lines of zones created by 
the carriers themselves, but that on straight east and 
west traffic the zones established by the Commission 
remain unchanged. 

Language of the Order, 


Following is the order: 


“The Supreme Court decision recently handed down’ 


in the intermountain case fully sustained the position 
which the Commission had taken in its order. The trans- 
continental carriers have acquiesced in that situation. As 
the order itself dates from June 22, 1911, a new effective 
date had to be set on which the order should become op- 
erative. To permit the compiling and publishing of the 
tariffs to be put in effect the Commission has fixed the 
date of Oct. 1, 1914, at which time the order is to be- 
come operative upon all articles except certain articles 
named hereafter as embraced in Schedule C. By October 
1, therefore, the transcontinental carriers will have in 
effect new schedules conforming either literally to the 
fourth section of the interstate commerce act, or taking 
only such percentages over the through rates as were 
designated for the respective zones in the original order 
of June 22, 1911. 
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“The Commission also determined slightly to modify 
zone boundary lines fixed in the original order so as to 
make the zones upon diagonal traffic from the Lake Su- 


perior region to the South Pacific coast and from Gal- — 


veston to the north Pacific coast conform to the zones 
already fixed in the tariffs applicable to class rates. The 
zones as originally defined will still apply to direct west- 
bound movement along substantially the same parallels. 
It will thus come about that by October 1, on 372 com- 
mocities, carloads, and 41 commodities, less than carloads, 
the fourth section order will be fully operative. 


Hearing in October. _ 


“On representation of the transcontinental carriers, it 
was determined, without at this time in anywise modify- 
ing the original order, except as indicated above in the 
matter of zone boundaries, to grant a hearing early in 
October to afford the carriers opportunity to show that 
on certain articles a greater degree of relief is justified 
than that afforded under the original order. This hearing 
in October will be confined to articles where the present 
through rate from the Missouri River to the Pacific coast 
for carloads is $1 or less, and for less than carloads, $2 
or less. It embraces 107 items, 67 carloads and 40 less 
than carload. The traffic in question constitutes heavy 
bulk traffic where there is now heavy shipment by sea 
from the Atlantic to the Pacific. 

“By express stipulation of the carries, they agree 


that, after said hearing and after the Commission has 


given consideration to the data therein adduced, the car- 
riers on January 1 thereafter will, without delay, comply 
with the order of the Commission in toto. They maintain 
that they can substantiate the contention that on some 
of this heavy sea-borne traffic they are entitled to a 
greater degree of relief than was afforded under the 
terms of the original order. The upshot of the matter 
is that the Commission’s order on October 1 will be in 
effect for all articles except those last mentioned, and 
on January 1 thereafter for all articles whatsoever, and 
under the terms of the original order unless as the re- 
sult of the October hearing the Commission determines 
that additional relief upon the indicated articles in sched- 
ule C is appropriate. Schedule C embraces such articles 
as sulphate of ammonia, chloride of calcium, carbide of 
calcium, canned fruits, fish, corn, meats, mince meats, 
tomatoes, etc., green coffee, cotton piece goods, hardware 
and tools, pig iron, structural iron, iron fence, iron posts, 
iron pipe, wire fencing, paints, paper and articles of, rice, 
radiators, sectional boilers, etc., pig and slab tin, and in- 
sulated copper wire.” 


SUSPENDED TARIFFS 


THE TRAFFIC SERVPCE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

June 15, promulgated July 10, in I. and S. No. 402, 
the Commission further suspended from July 18 until 
January 18 the schedules in the following tariffs: 

R. H. Countiss, agent—Sup. 25 to I. C. C. No. 952, 
Sup. 26 to I. C. C. No. 952, Sup. 16 to I. C. C. No. 955, 
Sup. 5 to I. C. C. No. 979, Sup. 7 to I. C. C. No. 979. 

C. C. McCain, agent—Sup. 25 to I. C. C. No. 6, Sup. 
26 to I. C. C. No. 6, Sup. 5 to I. C. C. No. 12, —_ 7 to 
I. C. C. No. 12. 

Eugene Morris, agent—Sup. 25 to I. C. C. No. 344, 
Sup. 26 to I. C. C. No. 344, Sup. 5 to I. C. C. No. 461, 
Sup 7 to I. C. C. No. 461. 

They contain increased rates on buckwheat and corn 
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flour from eastern points to California terminals, the 
operation of which was suspended from March 20 until 
July 18. 

July 15, promulgated July 10, in I. and S. No. 404, 
the Commission further suspended from July 23 until 
January 23 schedules in Sup. 3 to Minneapolis, St. Paul & 
Sault Ste. Marie I. C. C. No. 3250. 

They cancel milling-in-transit and rehandling privi- 
leges on grain and grain products at St. Croix Falls, Wis., 
the operation of which was suspended from March 25 
until July 23. 

June 15, promulgated July 10, in I. and S. No. 421, 
the Commission further suspended from July 21 until 
January 21 the following tariffs: 

The Denver & Rio Grande I. C. C. No. 2409. 

Western Pacific I. C. C. No. 103. 

They cancel through commodity rates on wool and 
mohair in carloads, from points on the Denver & Rio 
Grande and Western Pacific to St. Louis, eastern sea- 
board and other points via the Atchison, Topeka & Santa 
Fe, Chicago, Rock Island & Pacific and other routes. The 
operation of these tariffs was previously suspended from 
April 2 and May 5 until July 31. 

June 15, promulgated July 11, in I. & S. No. 407, 
the Commission further suspended from July 24 until 
January 24 the following tariffs: 

F. G. Airy, agent—Sup. 2 to I. C. C. No. C-1136; 
Sup. 3 to I. C. C. No. C-1136. 

They contain increased rates on carload express 
shipments of fruit and vegetables from express Offices 
in California to express offices in Montana, the opera- 
tion of which was suspended from March 26 until 
July 24. 

July 9, by seventeenth supplemental order, in I. & S. 
No, 414, the Commission suspended until November 12 
schedules in the following tariffs which were to become 
effective as indicated: 

Illinois Central (Northern and Western Lines)— 
Sup. 10 to I. C. C. No. A-8307, effective July 25. 

The Missiouri Pacific; St. Louis, Iron Mountain & 
Southern—Sup. 4 to I. C. C. No. A-1036, effective July 15. 

The New York, New Haven & Hartford—Sup. 9 to 
I. C. C. No. F-1220, effective July 28, 1914; Sup. 2 to 
I. C. C. No. F-1297, effective July 26, 1914. 

Vandalia—Sup. 27 to I. C. C. No. 2602, effective 
Aug. 1, 1914. ~ 

Hinton—Sup. 20 to I. C. C. No. A-51, effective July 
15, 1914; Sup. 22 to I. C. C. No. A-65, effective July 
18, 1914. 

The suspended schedules provide for the cancelation 
of joint freight rates in connection with the Moshas- 
suck Valley Railroad, which would result in an increase 
in rates on such traffic. 

June 15, issued July 11, in I. & S. No. 420, the 
Commission further suspended from July 30 until Janu- 
ary 30 schedules contained in the following tariffs: 

The Baltimore & Ohio—Sup. 19 to B. & O. R. R. 
Coal and Coke Series, I. C. C. No. 722; Sup. 20 to B. 
& O. R. R. Coal and Coke Series, I. C. C. No. 722. 

The Chesapeake & Ohio Railway Co. of Indiana 
I. C. C. No. 119—Sup. 1 to I. C. C. No. 119. 

Chicago, Indiana & Southern—Sup. 17 to I. Cc. C. 
No. 1540. 

The Cleveland, Cincinnati, Chicago & St Louis— 
Sup. 18 to I. C. C. No. 5950. 

Erie Railroad—I. C. C. No. A-4984. 

Grand Trunk System (Lines West of Detroit and St. 


Clair rivers)—Sup. 19 to G. T: L. W., I. C. C. No. A-1459. 

The Lake Shore & Michigan Southern—Sup. 17 to 
I. C. C. No. A-2802. 

The Michigan Central—Sup. 19 to I. C. C. No. 4131. 

The New York, Chicago & St. Louis—Sup. 14 to 
I, C. C. No. 3217. 

Pennslyvania Co.—Sup. 1 to I. C. C. No. F-534. 

Pere Marquette, Frank W. Blair, Dudley E. Waters, 
S. M. Felton, receivers thereof—Sup. 1 to I. C. C. No. 
3374. : 

The Wabash, Wm. K. Bixby, E. B.-Pryor, receivers 
thereof—Sup. 17 to I. C. C. No. 2815; I. C. C. No. 3572. 

The suspended schedules provide for the cancelation 
of through rates on coal, in carloads, from mines in 
West Virginia and other states, when destined to the 
following points located on the Chicago & Northwestern 
in Chicago; Crawford avenue, Peterson avenue, Green- 
wood avenue, Weber. 

The operation of these schedules was suspended 
from April 1 and certain later dates until July 30. 

June 15, in I. & S. No. 405, the Commission further 
suspended from July 30 until January 30 schedules in 
the following tariffs: 

Countiss—Sup. 26 to I. C. C. No. 952; Sup. 17 to 
I. C. C. No. 956; Sup. 3-to I. C. C. No. 974; Sup. 7 to 
I. C. C. No. 975; Sup..5 to I. C. C. No. 976; Sup. 5 to 
I. C. C. No. 978; I. C. C. No. 989. 

McCain—Sup. 26 to I. C. C. No. 6; I. C. C. No. 14. 

Eugene Morris—Sup. 26 to I. C. C. No. 344; I. C. C. 
No. 465. ; 

The suspended schedules provide for an increase in 
transcontinental class and commodity rates east and 
west bound, on traffic originating at or destined to San 
Jose, Santa Clara and Marysville, Cal., the operation of 
which was suspended from April 1 until July 30. 

June 15, in I. & S. No. 406, the Commission fur- 
ther suspended from July 23 until January 23 the fol- 
lowing tariffs: 

Chicago, St. Paul, Minneapolis & Omaha—Sup. 10 
to I. C. C. No. 3805; Sup. 11 to I. C. C. No. 3832; Sup. 
13 to I. C. C. No. 3834; Sup. 13 to I. C. C. No. 3863; 
Sup. 1 to I. C. C. No. 3924; Sup. 1 to I. C. C. No. 3942; 
Sup. 2 to I. C. C. No. 3942; I. C. C..No. 3947. 

Great Northern—Sup. 48 to G. N. Ry. I. C. C. No. 
A-882; Sup. 28 to G. N. Ry. I. C. C. No. A-3255; Sup. 12 
to G. N. Ry. I. C. C. No. A-3728; G. N. Ry. I. C. C. No. 
A-3804; G. N. Ry. I. C. C. No. A-3805; G. N. Ry. I. C. C. 
No. A-3806; G. N. Ry. I. C. C. No. A-3807; G. N. Ry. 
I. C. C. No. A-3808. 

Minneapolis, St. Paul & Sault Ste. Marie—Sup. 10 
to I. C. C. No. 2209; Sup. 4 to I. C. C. No. 2560; Sup. 
10 to M., St. P. & S. Ste. M. I. C. C. No. 2832; Sup. 
6 to M., St. P. & S. Ste. M. I. C. C. No. 3071; Sup. 11 
to M., St. P. & S. Ste. M. I. C. CC. No. 3188; Sup. 3 to 
M., St. P. & S. Ste. M. I. C. C. N6. 3250; Sup. 7 to M., 
St. P. & S. Ste. M. I. C. C. No. 3258; Sup 1 to I. C. C. 
No. 3294; I. C. C. No. 3417; M., St. P. & 8S. Ste: M. 
I. C. C. No. 3419; M., St. P. @& S. Ste. M. I. C. C.-No. 
3420. 

Northern Pacific—N. P. Ry. I. C. C. No. 5543; N. P 
Ry. I. C. C. No. 5544; N. P. Ry. I. C. C. No. 5546; N. P. 
Ry. I. C. C. No. 5547; N. P. Ry. I. C. C. No. 5548; N. P. 
Ry. I. C. C. No. 5549; N. P. Ry. I. C. C. No. 5550; N. P 
Ry. I. C. C. No. 55651. 

The suspended tariffs contain increased class and 
commodity rates between points located in Minnesota 
moving via interstate routes and between points in 
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Minnesota and other states, the operation of which was 
suspended from March 25 until July 23. 

June 15, in I. & S. No. 415, the Commission further 
suspended from July 30 until January 30 schedules in 
Sup. 12 to Louisville & Nashville I. C. C. A-12751. 
The suspended schedules contain increased rates on 
lumber, in carloads, from certain points in Kentucky 
located on the Louisville & Nashville to Nashville, Tenn., 
the operation of which was suspended from April 1 
until July 30. 

July 10, by second supplemental order in I. and S. 
No. 409, the Commission suspended until November 12 
the following tariffs: 

Chicago, Burlington & Quincy—Sup. 4 to C. B. & Q. 
I. C. C. No. 10945, effective July 20, 1914. 

Chicago, Milwaukee & St. Paul—Sup. 44 to C. M. & 
St. P. I. C. C. No. B-1419, effective July 15, 1914. 

The suspended tariffs increase rates on live stock, iu 
carloads, between points in South Dakota and other states 
and St. Paul, Minn., Omaha, Neb., and Kansas City, Mo., 
the increases being from % to 2 cents per 100 pounds. 
Similar increases contained in tariffs filed by other car- 
riers are now under suspension. 

July 13, in I. and S. No. 489, the Commission sus- 
pended until November 12 schedules in Sup. 3 to Min- 
neapolis & St. Louis I. C. C. No. B-139. The schedules 
cancel the application of the Chicago rate from Porter, 
Ind., and certain other points on the Elgin, Joliet & 
Eastern Railroad, on traffic destined to points on or 
reached via the Minneapolis & St. Louis. Traffic moving 
from Laporte, Ind., has been forwarded on a basis of 
combination rates on Porter, Ind. On and after July 15, 
the effective date of the suspended schedules, shipments 
from Laporte would be based on combination on Hobart, 
Ind., resulting in an increase in class rates as follows: 

Rates in Cents Per 100 Pounds. 
CHR 33 e peadhedsas 1 2 3 4 5 6 
eee 5.5 4.5 5 3 3 3 

July 13, in I. and S. No. 490, the Commission sus- 
pended until November 12 the following tariffs which, 
except as otherwise indicated, would have become effective 
July 15: 

Erie Railroad—Lines Buffalo, Salamanca, N. Y., and 
west thereof—I. C. C. No. A-5019. 

The Lake Shore & Michigan Southern.—I. C. C. No. 
A-3148. 

Michigan Central—I. C. C. No. 4547, effective July 
25, 1914. 

The New York, Chicago & St. Louis—I. C. C. No. 
3496. 

Wabash, Edward B. Pryor, receiver—I. C. C. No. 3649, 
effective July 26, 1914. 


The tariffs discontinue stoppage in transit of lumber 
from points beyond the Ohio and Mississippi rivers at 
Buffalo, East Buffalo, Black Rock and Suspension Bridge. 
The present tariffs provide that lumber may be stopped 
en route at these points on basis of the through rate 
from original shipping point to final destination, plus a 
transit charge of $5 per car, including shipments origi- 
nating beyond the Ohio and Mississippi rivers. The sus- 
pended tariffs provide for a transit charge of % cent 
per 100 pounds, under application of which outbound 
switching from transit point to connection with eastern 
road is not absorbed. Shipments originating at points 
beyond the Ohio and Mississippi rivers will not be ac- 
corded transit on this basis. 
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June 15, issued July 15, in I. and S. No. 408, the 
Commission further suspended from July 30 until Jan- 
uary 30 schedules in the following tariffs: 

The Atchison, Topeka & Santa Fe—Sup. 16 to I. C. C. 
No. 2,000, Sup. 16 to I. C. C. No. 5672. 

Chicago & Northwestern—Sup. 10 to I. C. C. No. 6710, 
Sup. 7 to I. C. C. No. 7227, Sup. 16 to I. C. C. No. 7349, 
Sup. 3 to I. C. C. No. 7407; I. C. C. No. 7542. 

Chicago, Burlington & Quincy—Sup. 15 to C. B. & Q. 
I. C. C. No. 10231, C. B. & Q. I. C. C. No. 10982, C. B. & Q. 
I. C. C. No. 10983; Sup. 1 to C. B. & Q. I. C. C. No. 10983, 
C. B. & Q. I. C. C. No. 10986, C. B. & Q. I. C. C. No. 
10987, C. B. & Q. I. C. C. No. 10990. 

Chicago Great Western—Sup. 20 to C. G. W. I. C. C. 
No. 4867. 

Chicago, Milwaukee & St. Paul—Sup. 12 to C. M. & 
St. P. I. C. C. No. B-2680. 

Chicago, Rock Island & Pacific—Sup. 17 to I. C. C. 
No. C-9209, Sup. 8 to I. C. C. No. C-9386, Sup. 4 to I. C. C. 
No. C-9433, Sup. 6 to I. C. C. No. C-9434, Sup. 10 to I. C. C. 
No. C-9498; I. C. C. No. C-9655. 

Elgin, Joliet & Eastern—Sup. 9 to E. J. & E. Ry. 
I. C. C. No. 1331. 

The Great Northern—Sup. 12 to G. N. Ry. I. C. C. 
No. A-3447, Sup. 11 to G. N. Ry. I. C. C. No. A-3640. 

Illinois Central—Sup. 22 to I. C. C. No. A-7752. 

The Minneapolis & St. Louis—I. C. C. No. B-135. 

Minneapolis, St. Paul & Sault Ste. Marie—M. St. P. 
& S. Ste. M. I. C. C. No. 3429. 

Missouri, Kansas & Texas—Sup. 13 to I. C. C. No. 
A-3362. 

' The Wabash, William K. Bixby, Edward B. Pryor, 
receivers—I. C. C. No. 3576, I. C. C. No. 3581. 


The items increased rates on cement between points 
in Illinois, Iowa, Wisconsin and other states, the opera- 
tion of which was suspended from April 1 and certain 
later dates until July 30. 

June 15, issued July 15, in I. and S. No. 409, the Com- 
mission further suspended from July 30, 1914, until Jan 
30, 1915, schedules in the following tariffs: 


The Atchison, Topeka & Santa Fe—Sup. 8 to I. C. C. 
No. 6409. 

Chicago & Northwestern—I. C. C. No. 7541. 

Chicago, Burlington & Quincy—Sup. 24 to C. B. & Q. 
I. C. C. No. 9811, Sup. 11 to C. B. & Q. I. C. C. No. 9914, 
Sup. 1 to C. B. & Q. I. C. C. No. 10945. 


Chicago, Milwaukee & St. Paul—Sup. 39 to C. M. & 
St. P. I. C. C. No. B-1419, Sup. 19 to C. M. & St. P. 
I. C. C. No. B-2023, Sup. 5 to C. M. & St. P. I. C. C. No. 
B-2086, Sup. 15 to C. M. & St. P. I. C. C. No. B-2109, 
Sup. 21 to C. M. & St. P. I. C. C. No. B-2253, Fata 11 to 
C. M. & St. P. I. C. C. No. B-2380. 

The Chicago, Rock Island & Pacific—Sup. 4 to I. C. C. 
No. C9581, Sup. 2 to I. C. C. No. C-9601. 

The Colorado Midland, George W. Vallery, receiver— 
Sup. 2 to_I. C. C. No. 340. 

The Colorado & Southern—I. C. C. No. 1130. 

The Denver & Rio Grande—I. C. C. No. 2408. 

The Denver & Salt Lake—I. C. C. No. 11. 

The Great Northern—G. N. Ry. I. C. C. No. A-3819. 

The Missouri Pacific; St. Louis, Iron Mountain & 
Southern Railway Co.—Sup. 1 to I. C. C. No. A-2475. 

Northern Pacific—Sup. 15 to (N. P. Ry.) I. C. C. No. 
4104. 


Oregon Short Line—Sup. 9 to I. C. C. No. 1784; I. C. C. 
No. 1916. 
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Pierre, Rapid City & Northwestern—Sup. 16 to I. C. C. 
No. 12. 

Union Pacific—I. C. C. No. 2683. 

Leland—Sup. 8 to I. C. C. No. 1015, Sup. 9 to I. C. C. 
No. 1015. 

Poteet—Sup. 29 to I. C. C. No. 253. 

The schedules increased rates on cattle and sheep, 
in carloads, from points in western states to the Missouri 
River, St. Louis, Mo., St. Paul, Minn., Chicago, Ill., and 
other markets, the operation of which was suspended 
from April 1 and certain later dates until July 30. 

June 15, issued July 15, in I. and S. No. 410, the Com- 
mission further suspended from July 30 until January 30 
schedules in the following tariffs: 

Chicago, Burlington & Quincy—Sup. 19 to C. B. & Q. 
I, C. C. No. 10054. 

Hosmer—Sup. 20 to I. C. C. No. A-396. 

The schedules provide for an increase in the charge 
cars loaded with cattle, hogs or sheep when stopped in 
transit to finish loading. These schedules were sus- 
pended from April 1 until July 30. 

June 15, issued July 15, in I. and S. No. 412, the Com- 
mission further suspended from July 30 until January 30 
schedules in the following tariffs: 

Great Northern—Sup. 12 to G. N. Ry. I. C. C. No. 
A-3447. 

Hosmer—Sup. 33 to I. C. C. No. A-364. 

The schedules increased rates on beer and other 
malt products, in carloads, from La Crosse, Wis., St. 
Paul, Minn., and other points to points in South Dakota 
and other states, the operation of which was suspended 
from April 1 until July 30. , 


NEW DECISIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C 


The law does not impose upon the Commission any 





duty looking to the prevention of absorption of charges ~ 


established by one road, by a competing carrier or car- 
riers. That is true with regard to a switching or a line 
haul charge. 

The foregoing is the gist of the important part of a 
report written in the complaint of the Transportation Bu- 
reau of the New Seattle Chamber of Commerce and oth- 
ers against the Great Northern. The latter is allowed to 
put into effect a commodity rate of 3 cents on lumber 
and shingles from Ballard to Seattle, in so far as it results 
in charges of $10.50 per car as a maximum, September 1 
being the effective date. 

The subject is an involved one, but in its essentials 
il appeared to Commissioner Meyer as an effort on the 
part of the Great Northern to keep lumber and shingles 
originating at Ballard and Interbay, two points within 
the city limits of Seattle, to Great Northern rails. Up to 
the time the change was made, the Great Northern had 
a flat $4.50 per car rate on shingles. When the Chicago, 
Milwaukee & St. Paul connection with a Great Northern 
spur was eliminated by the construction of the Washington 
canal, the switching haul was converted into a road haul 
for eight or nine miles. The Milwaukee used to absorb 
the switching charge and complainants desired the con- 
tinuance of that arrangement, as it was advantageous to 
shippers, especially as it afforded them the reconsign- 
ment service of the Milwaukee at Aberdeen, S. D., said to 
be more liberal than that of the Great Northern. 

The Great Northern contended that the Commission 
should prevent the absorption of the line-haul charge on 
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the ground that the decision in “Coal Rates on the Stony 
Fork Branch, 26 I. C. C. 168,” forbids it. Without dispos- 
ing of that contention directly, the report says the proba- 
bilities are that no attempt will be made to absorb the 
local from Ballard to Seattle. 

The closed terminals question is disposed of on the 
authority of the decision in Baltimore Merchants’ & Manu- 
facturers’ case, in which the Commission held that inas- 
much as the terminals had been opened the only question 
was as to the reasonableness of the switching charges and 
the proviso of section 3 can have no application. 

The protest of the Chicago Lumber & Coal Co. of St. 
Louis against the closing of the route from Thebes, IIl., to 
points in southeastern Illinois on the Burlington via the 
Iron Mountain to Herrin and the Burlington, beyond is 
overruled in a report on I. and S. No. 366, made by Com- 
missioner Meyer. He found that the connection at Herrin 
was put in for temporary purposes to facilitate the con- 
struction of the Burlington extension and that the removal 
of the connection leaves open other routes. The decision 
says the rates charged protestant should be on the same 
relative basis as rates charged its competitors on the 
Frisco. S 

The Commission, in an opinion by Commissioner 
Meyer, in I. and S. No. 398, has forbidden an increase in 
class rates from points on the Maine Central to points 
in Central Freight Association. The rates from the Ells- 
worth group on classes and commodities have been in 
effect since 1907. Some of the rates have been in effect 
since 1892. They are the same as the Boston rates. For 
the reason that they were voluntarily established and 
have been in effect so long, the Commission finds itself 
unable to accept the figures offered by the carriers as jus- 
tifying increases in a group on merchandise going to high- 
ly competitive territory. The carriers contended that the 
proposed rates are low. The effect of the higher rates 
would be to lessen the size of the group. Protests were 
made by manufacturers of shoes, fiber, patent medicines, 
oil cloths, trucks, bags, and by the New England Shoe and 
Leather Exchange and the Banger Chamber of Commerce. 

One of the reasons for asking permission to increase 
rates, the Maine Central said, is the probability that it 
cannot continue to pay its 6 per cent dividend unless the 
increases are allowed. 


ILLINOIS COMPLAINTS 


The Kurtz Piano Action Co. of Rockford, IIll., has 
brought a complaint before the Illinois public utilities com- 
mission against the Chicago & Eastern Illinois, the IIli- 
nois Central and the Chicago & Northwestern railroads, 
alleging discrimination in freight rates. The Kurtz com- 
pany seeks to force the railroads to make a carload rate 
from Rockford to Chicago and, to Steger, Ill., on the 





products manufactured by the company. The complaint 


alleges that Elgin, Aurora and other points in that vicinity 
have lower rates than are made from Rockford. The 
present rate is 25 cents per 100 pounds. The complaint 
urges a reduction to 15 cents. Some testimony was 
heard by the commission Wednesday, and the case was 
then continued for further investigation. 

The Josephs Iron Co. of Aurora, IIl., filed a petition 
with the commission asking that the advance in rates 
on scrap iron recently made by the Chicago, Burlington 
& Quincy Railroad be annulled. The iron company al- 
leges the advanced rate is unjust and discriminatory. 
Some testimony was heard by Chairman Quan and the 
case continued for further investigation. 


— a 








— mm *® 6 


a ae ee ae ee ee ee ee 


ee ee ee ee ee ee 


July 18 1914 





Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure cr written answers to their inquiries by the pay- 


ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 
Higher Commodity Rate Takes Precedence Over Lower 

Class Rate in Constructing Lowest Combina- 
tion of Locals. 

Ohio.—“It is, of course, a well-known fact that when 
a commodity rate is established, it applies regardless of 
class rates. How would this work in a case of this kind: 
From Station A to C there are no through rates in effect. 
The lowest combination is via B. From B to C there is 
a commodity rate higher than the class rate. Would the 
through rate made on a combination of locals have to be 
made by adding the higher commodity rate as one of the 
factors in constructing the through rate from B to C? It 
is, of course, understood, in absence of a through rate, the 
lowest combination applies. However, this is usually in- 
terpreted to mean the combination via the gateway mak- 
ing the lowest combination. The point we desire to be 
cleared up is whether or not a commodity rate must be 
taken into consideration in building a combination rate.” 

While a local rate, that is, one factor of a combina- 
tion rate, will not prohibit the Commission, in a formal pro- 
ceeding involving the reasonableness of that rate, from 
considering it as a separately established interstate rate, 
yet the higher local commodity rate must be used instead 
of the lower class rate in determining the legal combina- 
tion of intermediates, on the broad ground that where 
both class and commodity rates on any commodity is in 
effect from and to the same points, the commodity rate, 
being specific, takes the particular article out of the classi- 
fication and becomes the only lawful rate. In Goerres 
Cooperage Company vs. C. M. & St. P. R. R. Co. et al., 21 
I. C. C. 5 (see page 902, May 20, 1911, issue of The Traffic 
World), the Commission held “that the publication of the 
commodity rate was in such form as to eliminate the ap- 
plication of the lower rate, on the ground that a commod- 
ity rate is the lawful rate and the only rate that may be 
used even though a class rate or some combination may 
make lower.” In the case of Wheeling Corrugating Co. vs. 
B. & O. R. R. Co., 18 I. C. C. 125 (see page 432, April 9, 
1910, issue of The Traffic World), one of the issues in- 
volved was similar to the point now under consideration, 
in that a combination of fifth class rate from point of origin 
to an intermediate point, plus a commodity rate which was 
higher than the class rate from intermediate point to des- 
tination, was charged, and contested by the complainant on 
the ground that the publication of commodity rates is to 
provide lower rates than would be applicable under classi- 
fication. But the Commission held that “while the com- 
modity rate may be a different rate from a class rate, it 
does not necessarily follow that it must be a lower rate, 
nor is it obligatory upon the carrier to thereby establish 
a lower rate.” 

Time Within Which to Recover Undercharges. 

New York.—“On August 31, 1911, we made a shipment 

from a point in Missouri to a point in Wisconsin via Chi- 
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cago on which charges were paid on the basis of the local 
rates applying to and from Chicago. The sale was based 
on a rate which was supposed to be correct at the time 
of shipment, consequently we made our customer an al- 
lowance calculated on that rate and he paid the freight. 
The carriers are now seeking, at this late day, to collect 
an amount representing an undercharge which has arisen 
as the result of the failure of a billing clerk to apply the 
correct rate from Chicago to destination. Is there a time 
limit which must be observed by the railroads in connec- 
tion with the collection of undercharges, and if so what 
is it? There is a statute of limitations which the carriers 
are strictly adhering to with regard to the entertainment 
of claims for overcharge submitted by shippers or con- 
signees and it would, therefore, seem to be no more than 
fair that some provision of this nature should be made in 
their favor “when the shoe is on the other foot.” In the 
case cited above, we will have to assume the entire burden, 
if the railroad company can legally require us to pay the 
amount in question, for the reason that we cannot consist- 
ently expect our customers at this late day to reimburse 
us even though we were disposed to ask them to do so.” 

It is the purpose of the Act to require carriers to col- 
lect, and shippers or consignees to pay, on all shipments, 
covered by the interstate law, the exact amount covering 
said shipment, as is fixed by the schedule of rates filed 
with and approved by the Interstate Commerce Commis- 
sion. This being a contract established by law, any devia- 
tion from or evasion of it will justify an action by the car- 
riers to recover in the courts, the same as any other action 
in debt or tort. As a consequence, such an action for 
undercharges is limited by the same time in which it is 
to. be instituted as any other action in debt brought in the 
court of the particular state in which the same is located. 

This same rule applies in an action by shipper or con- 
signee to recover excess collected by a carrier over and 
above the published interstate rate, when the action is 
brought in a state or federal court. But if the action is 
brought before the Interstate Commerce Commission, then, 
in accordance with the provisions of Section 16 of the Act, 
it must be instituted within two years from the time the 
cause of action accrues. 


Status Intermountain Rate Case. 


Idaho.—‘With reference to the recent decision of the 
United States Supreme Court in the Intermountain Rate 
Case, which is given fully in The Traffic World of June 
27, 1914. We will be glad if you will advise us at your 
earliest convenience with reference to reparation on back 
shipments. We presume it will be proper for us to file our 
reparation claims with the initial lines direct, but we are 
not quite clear whether we are entitled to reparation on 
shipments other than those two years old. Can you tell 
us if the railroad companies are going to issue these new 
rates at once, and when same will become effective; also 
can you say what is the limitation for filing these repara- 
tion claims, if there is any limitation? If same is two 
years, can you give us the exact date they are to start from 
and are we to understand that this date applies to the date 
of the shipment when delivered to the railroad company 
at shipping point?” 

Reparation was not awarded by the Interstate Com- 
merce Commission in the proceedings brought by R. H. 
Countiss, agent, on behalf of the Transcontinental Freight 
Bureau, commonly known as the “Intermountain Rate 
Case,” and any shipper or consignee who claims to have 
suffered damages on past shipments moving within the 
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affected territory can recover the same only through 
separate proceedings to be instituted before the Inter- 
state Commerce Commission, after the carriers have filed 
new tariffs covering class and commodity rates in accord- 
ance with the requirements of the order made by the 
Commission in the original proceedings. 

These proceedings originally began before the Com- 
mission, through the action of eleven certain carriers ap- 
plying for relief from the long-and-short-haul clause of 
Section 4 of the Act to Regulate Commerce, as amended 
by the Act of June 18, 1910. The specific relief prayed for, 
being authority to continue rates from eastern point of 
shipment which are higher to intermediate points in Can- 
ada, and in the states of Arizona, New Mexico, Idaho, Cali- 
fornia, Montana, Nevada, Oregon, Utah and Washington 
and other states east thereof, than to Pacific Coast ter- 
minals. After a full hearing, the Commission entered an 
order granting in certain respects the relief prayed, but 
establishing a proportionate relation to be maintained be- 
tween the lower rate for the longer haul and the higher 
rate for the shorter haul, upon the basis of percentages 
which were fixed with reference to defined zones. The 
carriers refused to obey the order and filed a bill of in- 
junction in the Commerce Court, which was granted, and 
from which the Commission appealed to the U. S. Supreme 
Court, which court overruled the Court of Commerce, and 
sustained the Commission. The U. S. Supreme Court, in 
sustaining the Commission, did not pass on the question 
whether the rates were per se unreasonable, or whether 
reparation should be awarded damaged shippers. It sim- 
ply confined itself to the matter of affirmatively holding the 
amended fourth section to be constitutional; that the 
court had jurisdiction and that the Commission’s order 
was valid. On the latter point, the court said that the 
primary object in amending the fourth section was to vest 
in the Commission the power to establish rates on a per- 
centage basis, if competitive conditions and their rela- 
tions to persons and places made it necessary to exert 
such a right. 

The Commission ordered certain established zones, 
and the percentages of rates fixed as to such zones varied 
or fluctuated upon the basis of the influence of the com- 
petition in the designated areas. These zones were, in the 
main, the same as those previously fixed by the carriers as 
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the basis of the rate-making, which was included in the 
tariffs that were under investigation. There were five zones 
established, and the rates fixed therein were on the follow- 
ing basis: In Zone No. 1, application for relief was denied; 
in Zones 2, 3 and 4, carriers were authorized to estab- 
lish commodity rates to points intermediate to Pacific 
coast terminals that are higher to intermediate points than 
to Pacific coast terminals, provided that the rates to inter- 
mediate points from points in Zones 2, 3 and 4 shall not 
exceed the rates on the same commodities from the same 
points of origin to the Pacific coast terminals by more 
than 7 per cent from points in Zone No. 2, 15 per cent 
from points in Zone No. 3, and 25 per cent from points in 
Zone No. 4. Rates from points in Zone No. 5 not being 
involved, no opinion was expressed thereon. 

It will thus be seen that the Commission did not estab- 
lish any specific rates, or approve any rates that might be 
later established by the carriers. It merely fixed a pro- 
portionate relation to be maintained between the long- 
and-short-haul rates, based upon percentages with refer- 
ence to defined zones, and reserving the power to investi- 
gate any rates that might be later established under the 
decision, and correcting them if in conflict with any pro- 
vision of the Act. Both class and commodity rates were 
at issue in the proceeding, it being estimated that the 
number of commodities involved exceeded twelve hundred. 
However, a number of these commodities, as well as 
class rates, have already been revised so that rates to in- 
termediate points are no higher than to coast points. 

From the foregoing recital of facts, it naturally fol- 
lows that reparation is not due to injured parties on all 
past shipments moving to points in the affected territory 
from a period commencing two years prior to the time 
when the above described proceeding was brought, down 
to the present time; nor that reparation will be allowed 
even from the effective date of the Commission’s order, by 
virtue solely of anything contained in that order. What- 
ever reparation is to be recovered must be by independent 
proceedings, filed by each claimant, and brought within 
the statutory limit of time. The Commission is now ar- 
ranging with the carriers for the latter to publish and file 
tariffs, putting into effect rates on the basis established by 
its order, and thereafter will entertain complaints at- 
tacking the reasonableness of such. rates. 








July 20—Chicago, III—Examiner Brown: 
6731—Albert Miller & Co. vs. Nor. Pac. Ry. Co. et al. 


July ee Ill—Examiner Brown: 
7008—. & S&S. F. Ry. Co. et al. vs. Kansas City Stock 
Yards Go. 


July 20—Salt Lake City, Utah—Commissioner Hall: 
a. S. 411—Class and commodity rates to Salt Lake City, 
Utah, and other points. 
-_ 20—Chicago, Ill—Examiner Thurtell: 
ourth Section Application No. 9320 of the Ore.-Wash. R. R. 
& Nav. Co. and Butte, Anaconda & Pacific Ry. Co., asking 
authority to establish a rate of 20c per 100 pounds» on cal- 
cined gypsum, calcined plaster, cement plaster, elastic pulp 
plaster, gypsum clay, gypsum (ground) lime, gypsum rock 
(mine run or crushed, not ground), land plaster, moulding 
plaster, plaster blocks, plaster board, plaster tile, plaster 
uprights, plaster of paris, raw gypsum, stucco wall plaster, 
in straight or mixed carloads, minimum weight 80,000 Ibs., 
from Lime and Gypsum, Ore., to Butte, Mont., which rate 
is to be lower than the rate concurrently in effect to inter- 
mediate points. 


July 20—Topeka, Kan.—Examiner Flynn: 
6 Burton Homer Pugh vs. A. T. & 2. 
6554—Road Supply & Metal -% vs. C. R la P. Ry. Co. 
6558—Pugh Mfg. Co. vs. C. R & P. Ry. ‘66, et XV. 
6568—Topeka Packing Co. vs. Ae it. & 8. F. Ry. To. et al. 

July 22—Minneapolis, Minn.—Examiner ae 
|. & S, 448—Rates on coke from Chicago and Peoria, IIl., to 

St. Saul Duluth, Minn., and other points. 


. Ry. Co. et al 


Docket of The Commission 


. & S. 40i—Rates on potatoes to stations in Missouri, Arkan- 


sas and Oklahoma. 
Jul . 22—Charleston, W. Va.—Examiner Hart: 
72—Campbell’s Creek Coal Co. vs. Ann Arbor R. R. Co. et al. 
6651—H. C. Dickinson et al. vs. Ann Arbor R. R. Co. et al. 
ne Creek R. R. Co. vs. Ann Arborn R. R. Co. 


Jul x ila W. Va.—Examiner Hart: 
ee ‘Creek Coal Co. vs. Ann Arbor R. R. Co. 


5684 ~Campbell's Creek R. R. Co.’ vs. Ann Arbor R. R. Co. 


6651—H. C. Dickinson et al. vs. Ann Arbor R. R. Co. et al. 


July ee. Minn.—Examiner Watkins 
\. 401—Rates on potatoes to stations in Missouri, Arkan- 
Se we Oklahoma. 


July 23—Minneapolis, Minn.—Examiner Watkins: 
6794—Northwestern Elevator Co. et al. vs. Gt. Nor. Ry. Co. 


Jul —. 23—Smith Center, Kan. wees Flynn: 
77—S. C. Walker & Son. vs. C. - & P. Co. et al. 


July a ey Minn. emideg Watkins: 
6801—E. C. Best Co. vs. Gt. Nor. Ry. Co. 
Jul i. f_ Seenennete. Minn.—Examiner Watkins: 
Lampert Lumber Co. et al. vs. Gt. Nor. Ry. et al. 
July a nes. O.—Examiner Brown: 
*#1,&S8S 422—Export rates on grain and grain products from 
Kansas City, Mo.-Kan., to Port Arthur, Tex. 
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July 27—Washington, D. C.—Examiner Wood: 
* 1, & S. 485—Car spotting charges. 


July 27—Denver, Colo.—Examiner Watkins: 

. & S. 409—Live stock rates from points in Colorado, South 
Dakota and other states to Omaha, Neb., and other points. 

July 27—Seattle, Wash.—Commissioner Hall: 

1. & S. 455—Rates on fresh fruits and vegetables to Seattle, 
Wash., and other points. 

July 31—Spokane, Wash.—Commissioner Hall: 

— i. Lumber Co. vs. C. M. & St. P. Ry. 

‘o. et al. 
August 4—Helena, Mont.—Commissioner Hall: 

|. & S. 407—Express rates on fruits and vegetables between 
points in California and points in Montana. 

5982—Lindsay-Walker Co. et al. vs. C. B. & Q. R. R. Co. et al. 

war nee T. Perry & Co. et al. vs. Ariz. East R. R. Co. 
et al. 

August 4—Spartanburg, S. C.—Examiner Gibson: 
alana ried Chamber of Commerce vs. Sou. Ry. Co. 
et al. 

Fourth Section Application No. 1547 of Sou. Ry. Co. 

August 7—Portland, Ore.—Commissioner Hall: 

* 6617—Application of Spokane, Portland & Seattle Ry. Co. 

August 8—Portland, Ore.—Commissioner Hall: 

* 6634—Application of Oregon-Washington R. R. & Nav. Co. 

* 7065—Application of Oregon-Washington R. R. & Nav. .Co. 
(San Francisco & Portland S. S. Co.). 

August 13—San Francisco, Cal.—Commisisoner Hall: 

* 6591—Application of Sou. Pac. Co. and Central Pac. Ry. Co. 

* 6605—Application of Sou. Pac. Co. (Pacific Mail S. S. Co.). _ 

* ee of Sou. Pac. Co. (Sacramento Transportation 

0.). 

* 6991—Application of Sou. Pac. Co. (ownership of steam 
schooner Pasadena plying on North Pacific Coast). 

* 7060—Application of the Association Oil Co. and Sou. Pac. Co. 
(Oil steamers plying from Pacific Coast ports to Honolulu 
and Alaska ports). 

August 19—Lake Tahoe Tavern, Tahoe City, Cal.—Commisioner 


Hall: 
* 6980—Application of the Lake Tahoe Ry. & Transp. Co. 
(Steamboat line plying between California and Nevada). 


September 21—Washington, D. C.—Examiner Wood: 
6770—Weston, Dodson & Co. vs. Cent. R. R. Co. of N. J. 
Sept. 28—Washington, D. C.—Commissioner Meyer: 
6370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 


APPLICATIONS UNDER PANAMA CANAL ACT. 
Hearings at Atlantic City, N. J., Beginning July 20. 


6381—Pennsylvania R. R. Co. and Northern Central Ry. Co. 
(Erie & Western Transportation Co.). 

6616—Erie R. R. Co. (Mutual Transit Co. only). 

6615—Erie R. R. Co. (Erie R. R. lake line). 

6504—Lehigh Valley R. R. Co. (Lehigh Valley Transportation 
Co., lake line only). 

6631—Lehigh Valley R. R. Co. (Mutual Transit Co.). 

6570—New York Central & Hudson River R. R. Co. (Mutual 
Transit Co.). 

6573—New York Central & Hudson River R. R. Co. (Western 
Transit Co.). 

6603—Rutland R. R. Co. (Rutland Transit Co.). 

6765—New York Central & Hudson River R. R. Co. (Rutland 
Transit Co.). 

eats: ~< -° - hgeamacecan & Western R. R. Co. (Mutual 
0. only). 

6624—Grand Trunk Ry. of Canada (Canada-Atlantic Transit 
Transit Co.). 


DIGEST OF NEW COMPLAINTS 


No. 6936, Sub. No. 1. McCall-Dinsmore Co., Minneapolis, vs. 
Chicago, Minneapolis, St. Paul & Omaha. 

Against a rate of 17%c on bulk carload shipments of shelled 
corn, Sheldon, Ia., to Kansas City and’ Leavenworth, as unjust 
and unreasonable, due to alleged misrouting. Ask for a rate 
of 13%c and reparation. 

No. 6946, Sub No. 13. Leon T. Shettler Co., Los Angeles, vs. 
Atchison, Topeka & Santa Fe et al. 

Against charges of $3 per 100 pounds on dunnage used in 
the shipment of automobiles from Lansing, Mich., and Koko- 
- Ind., to Los Angeles. Ask for maxima rates and repara- 

on. 

No. 6946, Sub. No. 14. Smith Bros, Co., Los Angeles, vs. South- 
ern Pacific et al. 
‘ — as foregoing in connection with shipments from Cleve- 
and. 

No. 6946, Sub. No. 15. Walter M. Brown Co., Los Angeles, vs. 
Atchison, Topeka & Santa Fe et al. 

Same as foregoing as to shipments from Indianapolis. 

No. 6946, Sub. No. 16. Y. R. Del Valle, Los Angeles, vs. San 
Pedro, Los Angeles & Salt Lake et al. 

Same as foregoing with reference to shipments from New- 
ark, N. J., and Detroit. 

No. 7035. Union Tanning Co., Jersey City, N. J., vs. Louisville 
& Nashville et al. 
Allege unjust and unreasonable charges on tanbark from 
Jellico Plains, Tenn., to Flintstone, Ga. Ask for cease and 
desist order, maxima rates and reparation. 
No. 6983, Sub. No. 1. John D. Gruber Co., Minneapolis, Minn., 
vs. Great Northern et al. 

Against rates on hard and soft coal from Duluth and Su- 
perior to Antler and other points in North Dakota as unjust, 

















THE TRAFFIC WORLD 131 








unreasonable and unduly discriminatory. Ask for just and 

reasonable rates and reparation. 

No. 7039. Hunkins-Willis Lime and Cement Co., Sit. Louis, vs. 
Illinois Southern et al. 

Against rate on lime from Mosher, Mo., to Mosinee, Wis., 
resulting from asserted refusal of Chicago, Milwaukee & St. 
Paul to accept division of 8c of a 15c rate for the part of the 
haul from Chicago to Mosinee, while accepting such division 
on lime from Mitchell, Ind., for the same houl. Ask for just 
and reasonable rate and reparation down to 15c. 

No. 7040. American Cement Plaster Co., Lawrence, Kan., vs. 
Seaboard Air Line et al. 

Against a rate of 30%c on gypsum rock from Watonga, 
Okla., to Ragland, Ala., as excessive and unjust. Ask for a 
rate not to exceed 19%c and reparation. 

No. 7041. Peninsular Portland Cement Co., Jackson, Mich., and 
elsewhere, vs. Cincinnati Northern. 

Against a rate of 25c a ton on clay from Bryan, O., to 
Cement City, Mich., as unjust and unreasonable. Ask for a 
rate of $5 per car and reparation. 

No. 7042. Mascari Bros., Memphis, Tenn., vs. St. Louis & San 
Francisco et al. 

Against a rate of $2.85 on wine in barrels from Pittsburg, 
Cal., to Memphis. Ask for reparation. 

No. 7043. Schloss & Kahn, Montgomery, Ala., vs. Louisville & 
Nashville. 

Against a rate of 18c on cotton ties, Montgomery, Ala., to 
New Orleans, as unjust and unreasonable. Ask for reparation 
to the basis of a 10c rate since established. 

re. i Gustave Benjamin, Buffalo, N. Y., vs. Michigan Cent- 
ral. 

Against a rate of 90c a ton on crude ganister rock from 
Buffalo to Wellington, Ont. Ask for a cease and desist order, 
maxima rates and reparation. 

No. 7045. Dewey Bros. Co., Blanchester, O., vs. Norfolk & 
Western. 

Against unjust and unreasonable charges on forty-eight car- 
loads of grain and grain products from Trebein, Q., to points 
in Virginia. Ask for reasonable maxima rates and reparation. 

No. 7046. Manufacturers’ Supply Co., Minneapolis, Minn., vs. 
Minneapolis & St. Louis et al. 

Against a rate of 25c on second-hand contractors’ outfits, 
machinery, etc., from Hamilton, Ill., Keokuk and Mooar, Ia., 
to Minneapolis, as unjust and unreasonable. Ask for a rate 
not to exceed 15c and reparation. 

No. 7048. Oklahoma Cottonseed Crushers’ Assn. vs. Atchison, 
Topeka & Santa Fe et al. 

Allege excessive, unreasonable and unjust and discrimina- 
tory rates on cottonseed cake, cottonseed meal and hulls from 
Oklahoma points to destinations in Kansas, Missouri, Ne- 
braska, Iowa, Minnesota, South Dakota, Wyoming, Colorado, 
North Dakota and Montana, the discrimination alleged being 
from Group C points in Arkansas and Tennessee. Ask for a 
cease and desist order and reasonable rates. 

No. 7049. Williamsburg Lumber Co., Ellisville, Miss., vs. Gulf 
& Ship Island et al. 

Allege excessive charges on shipments of lumber from Col- 
lins, Miss., to Wilmington, Del., via Washihgton, D. C., due 
to alleged errors in routing. Ask for reparation. 

No. 6479, Sub. No. 1. Acme White Lead and Color Works et al., 
Doerr-Mitchell Electric Co. et al., intervening petitioners, vs. 
Northern Pacific et al. 

Allege unjustly discriminatory rates to North Pacific Coast 
terminals under Countiss’ Tariff I. C. C. No. 948. Ask for 
reparation. 

No. 6552, Sub. No. 14. Stenerson Lumber Co., Felton, Minn., vs. 
Great Northern. 

Against unjust and unreasonable rates on coal from Duluth 
and Superior to Minnesota points. Ask for reasonable rates 
and reparation. ~ 

No. 6915, Sub. No. 3. Weyl Zuckerman & Co., San Francisco, 
Cal.. vs. Atchison, Topeka & Santa Fe. 7 

Allege excessive charges on shipments of vegetables, owing 
to failure to absorb storage charges at Stockton, Cal., while 
doing so at Antioch. Ask for reparation. 

No. 7051. Schloss & Kahn, Montgomery, Ala., vs. Central of 
Georgia. ; 

Against excessive rates on second-hand bagging, owing to 
alleged errors in classification on shipments moving between 
Georgia and Alabama points. Ask for reparation. . 

No. 7052. Illinois Steel Bridge Co., Jacksonville, Ill., vs. Chicago, 
Burlington & Quincy et al. ‘ 

Unjust, unreasonable and discriminatory rates on structural 
iron and steel, Jacksonville, Ill.. to points in Kansas, Okla- 
homa, Iowa and Montana. Ask for the establishment of 
maxima rates and reparation. 

No. 7053, M. G. Rankin & Co., Milwaukee, Wis, vs. Minneapo- 
lis & St. Louis et al. ; ; 

Against a rate of 28c on middlings, C. L., Arlington, Minn., 
to Honey Creek, Wis. Ask for reparation down to a published 
rate of 17c. 

No. 7054. Tyler Coal and Coke Co., Philadelphia, Pa., vs. Penn- 
sylvania R. R. Co. et al. 

Unjust and unreasonable charges on carload shipments of 
coal,, Hastings, Pa., to Winooski, Vt., due to alleged misrout- 
ing. Ask for reparation. 

No. 7056. Omaha Grain Exchange vs. Mobile & Ohio et al. 

Charging excessive and discriminatory rates on ‘‘black strap 
molasses”? from New Orleans and Mobile to Omaha. Ask for 
a rate not to exceed 20c, and reparation. 

No. 7057. Dewey Portland Cement Co., Dewey, Okla., vs. Cleve- 
land, Cincinnati, Chicago & Sit. Louis et al. . 

Against a rate of $1.25 per 100 pounds on steam shovel repair 
parts, Marion. O., to Dewey, Okla. Ask for just and reason- 
able rates and reparation. 

No. 7058. John M. Woods Lumber Co., Memphis, Tenn., vs. St. 
Louis, Iron Mountain & Southern et al. 

Allege unjust, unreasonable and discriminatory rates on ash 
lumber, Memphis, Tenn., from beyond to New Haven, Conn., 
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by reason of diversion charges. Ask for just and reason- 
able rates and reparation. 

No. 7059. Ohio Iron and Metal Co., Chicago, Ill., vs. Elgin, Joliet 
& Eastern. 

Allege excessive charges on shipment of scrap iron, Duluth, 
Minn., to Chicago Heights, by reason of failure to notify of 
arrival of car. Ask for reparation. 

i, 7061. Charles Reid’s Sons, Inc., Norfolk, Va., vs. Southern 


y. 

Against rate of 20c on staves, Greenville, Tenn., to Norfolk, 
Va. Ask for rate of 18c and reparation. 

No. 7062. Catoosa Limestone Products Co., Chattanooga, Tenn., 
and Graysville, Ga., vs. Western & Atlantic R. R. et al. 

Against rates on crushed stone, Graysville to Chattanooga 
and Atlanta, as unjust, unreasonable, excessive and discrim- 
inatory. Ask for just and reasonable rates and reparation. 

No. 7063. Pacific Fruit Exchange, Sacramento, Calif., vs. Atch- 
ison, Topeka & Santa Fe et al. 

Against excessive, unreasonable and unjust rates on decid- 
uous fruits and grapes from California points to Vancouver, 
B. C., and Seattle, Wash. Ask for just and reasonable rates 
and reparation. 

No. 7064. Koshkonong-Brandsville Fruit Shippers’ Association, 
Koshkonong, Mo., vs. St. Louis & San Francisco et al. 

Against a rate of 70c per 100 lbs., carload shipments of 
peaches from points in Missouri to Pittsburg, Pa., as unrea- 
sonable and excessive and in violation of the long and short 
haul. Ask for the Huntingdon, Pa., rate of 55c and reparation. 

No, 7066. Centennial School Supply Co., Denver, Colo., vs. Chi- 
cago & Eastern Illinois et al. . 

Against a rate of 85c on blackboards from Chicago Heights, 
Ill., to Denver, as unreasonable and excessive. Ask for a rate 
of 67c and reparation. 

No. 7067. Moreland Motor Truck Co., Los Angeles, vs. Atchison, 
Topeka & Santa Fe et al. 

Against rates on motor parts from Detroit, Mich., to Los 
Angeles as unjust, unreasonable and unduly discriminatory. 
Ask for just and reasonable rates and reparation. 

No. 7068. Ryegate Paper Co., East Ryegate, Vt., vs. New York 
Central et al. 

Against a rate of 23c on iron cores, L. C. L., from New York 
City to East Ryegate as unreasonable, excessive, unjust and 
unduly discriminatory. Ask for just and reasonable rates and 
reparation. 

No. 7069. Lone Star Brewing Co., San Antonio, Tex., vs. Mis- 
souri, Kansas & Texas et al. 

Against a rate of $1.29 on wooden bungs, St. Louis to San 
Antonio, as unreasonable and unjust, due to alleged errors in 
Seneeae. Ask for just and reasonable rates and repara- 

on. 

No. 7070. New Orleans Cotton Exchange vs. Southern Ry. et al. 

Against excessive and unreasonable rates from Southern Ry. 
stations to New Orleans on cotton as compared with rates for 
shipside delivery. Ask for reasonable rates and reparation. 

No. 7071. William Henry Wattem and John Samuel Wattem, 
Denton, Tex., vs. Northern Pacific et al. 

Against alleged unreasonable icing charges on shipment of 
bananas from Galveston to Livingston, Mont., amounting to 
$80. Ask reparation down to $20 charge. 

No. 7072. Vaughan’s Seed Store, Chicago, vs. Chicago, Milwau- 
kee & St. Paul. 

Allege unreasonable rate on carload of moss from Mather, 
Wis., to Chicago. Ask for a just and reasonable rate and 
heparation. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
aa office of The Traffic Service Bureau at a nominal 
charge. 


No. A654, Case No. I. & S. 317. Beaumont Chamber of Com- 
merce vs. Texds & New Orleans et al. Rates on cottonseed 
hulls from Houston and Beaumont, Tex., to New Orleans, La., 
as proposed by carriers for the future, found reasonable and 
order of suspension vacated and set aside. 

No. A660, Case No. 6288. Virginia-Caro Chemical Co. et al. 
vs. L. & N. et al. Rates on phosphate rock, C. L.; from Mt. 
Pleasant and Gordonsburg, Tenn., to Shreveport, La., not shown 
pd —_ been unreasonable or prejudicial and complaint dis- 
missed. 

No, A661, Case No. 5934. Fullerton-Moss Tie Co. vs. Mo. 
Pac. et al. Rates for the transportation of wooden cross ties 
from points in Missouri to Dearborn, Mo., when shipped by an 
ene route, not found unreasonable and complaint dis- 
missed. 


No. A662, Case No. 5646. Pacific Mail S. S: Co. vs. Gt. Nor. 
et al. Complaint that on around-the-world tickets from and to 
Vancouver, B. C., rail lines within the United States deducted 
from the total fare more than was authorized by tariffs filed 
with the Commission dismissed, upon interpretation of the tariff. 


= deciding the question of jurisdiction raised upon the 
record. 


No, A663, Case No. 5932. Northwestern Compo. Board Co. 
vs. Ahnapee & West. et al. Commission adheres to its ruling 
in the Western Classification case, 25 I. C. C., 576, that Class 
B rating on compo. board in Western Classification territory is 
not unreasonably or unduly prejudicial. Provisions in Western 
Classification requiring that compo. board, C. L., shall be 
shipped in boxes, bundles or crates, not found to be unjust or 
unreasonable and complaint dismissed. 


No. A664, Case No. 6004. California Ink Co. vs. Mo., Okla & 
Gulf,et al. Rates on carbon black from points in Oklahoma and 
West Virginia to California terminals not found unreasonable 
and complaint dismissed. 

No. A666, Case No. 5672. Gayoso Lumber Co. vs. Gulf & 
S. L R. R. Co. et al. Following Memphis Freight Bureau vs. 
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Ill. Cent. 27, I. C. C. 507, reparation denied on certain shipments 
of lumber from points on the Gulf & S. I. in Mississippi to Mem- 
phis, Tenn. Complainant asks reparation for damages claimed 
to have been sustained as a result. of the alleged failure of 
issuing carrier to properly index a tariff supplement containing 
an increased rate. Held: That the supplement conformed to 
the requirements of the act and the Commission’s rules respect- 
ing the construction of tariffs. Complaint dismissed. 

No, A667, Case No. 5526. James Monack et al. vs. P. R. R. 
et al. Defendants having adjusted rates on grapes, C. L., from 
Michigan and New York points to Charleroi, Pa., satisfactorily to 
complainants, complaint dismissed. 

No. A668, Case No. 5509. Climax Cleaner and Cleveland 
Paste Co. vs. B. & O. et al. Third class rating under Official 
Classification on Climax Cleaner, L. C. L., not found to have 
been unreasonable and complaint dismissed. 

No, A669, Case No. 5474. J. E. Latham Co. vs. Sou. Ry. Co. 
Defendants having adjusted rates on cotton from Norfolk, Va., 
to points in Carolina territory, complaint dismissed. 

No. A670, Case No. 5448. Board of Railroad Commissioners 
of the State of Montana vs. C. B. & Q. et al. Rates for the 
transportation of petroleum and its products from Cowley, Wyo., 
to stations on the C. M. & St. P. in Montana found to be un- 
reasonable. 

No. A672, Case No, 4935. Dixie Cotton Oil Co. vs. St. L. & 
S. F. et al. Rate of 32c per 100 pounds on five carload shipments 
of cottonwood from Wellston, Okla., to Little Rock, Ark., not 
found to have been unreasonable and complaint dismissed. 

‘No. A665, Case No. 5882 and Subs. 1 and 2. Northwest Coal 
Co. vs. Union Pacific and O. S. L. et al. Charges on coal, C. L., 
from Rock Springs and Diamondville, Wyo., to Butte and 
Rocker, Mont., not shown to have been assessed on incorrect 
weights or to have been unreasonable and complaint dismissed. 

No. A671, Case No. 5291. In the matter of express classifica- 
tion of bread, bakery products and yeast. The block system 
rates promulgated by this Commission in the express investiga- 
tion and made effective Feb. 1, 1914, were named with regard 
to uniformity, but such reports and orders left the carriers free 
to make lower rates to meet traffic needs and develop industry. 
Held: That such block system rates will not be disturbed upon 
showing by. shippers of bread, etc., that their use will not 
increase the cost of transporting such articles. 

No. A673, Case No. 4149. King Paper Co. vs. L. S. & M. S. 
et al. Rate of 19%c per 100 pounds on printing paper, C. L., 
from Kalamazoo, Mich., to Rock Island, Ill., alleged to have been 
unreasonable. Since the hearing rate has been reduced to 
15% cents in compliance with decision of Commission in the 
Mississippi River case, 28 I. C. C., 47 and 29 I. C. C., 530, Held: 
That the 15%c rate is not unreasonable and reparation denied. 

No. A674, Case No. 5868. American Hair Felt Co. ys. C. M. 
& St. P. Rate on hair felt. C. L., from Kansas City “and Chi- 
cago to Milwaukee not found to have been unreasnable and com- 
plaint dissmissed. ‘ 

No. A675, Case No. 6016. W. H. Hoopes & Sons vs. C. M. & 
St. P. et al. Claim for reparation on two carloads of cabbage 
shipped from Orphans’ Home Switch, Ia, to Duluth, Minn., 
found to be barred and complaint dismissed. 

No. A676, Case No. 6062. Chattanooga Sewer Pipe and Fire 
Brick Co. vs. Sou. Ry. Rate of 16.6c per 100 pounds on sewer 
pipe, C. L., from Chattanooga. Tenn., to Florence, S. C., not 
feund to have been unreasonable and complaint dismissed. 

No, A677, Case No. 6123. Wm. K. Noble vs. San Antonio & 
A. P. et al. Rates on coiled elm hoops from Sublime, Tex., to 
Thebes, Ill.. not found unreasonable and complaint dismissed. 

No. A678, Case No. 5140. G. M. A. Wagner & Sons vs. Fla. 
E.-C. Ry. Co. et al. Rates for the transportation of potatoes. 
C. L., in hampers, from Miami, Fla., to Chicago, TIll.. not found 
to have been unreasonable to extent alleged by complainant and 
complaint dismissed. 

No. A679, Case No. 6690. State of South Dakota et al. vs. 
A. & W. et al. Reparation allowed on certain shipments of 
oranges and grape fruits moving between November, 1911. and 
February. 1914. from Jacksonville, Fla.. to Sioux Falls, S. D. 

No. A680, Case No. 4211. Freight Bureau of the Merchants’ 
and Manufacturers’ Assn. of Birmingham vs. L. & N., Fourth 
Sections Applications Nos. 601 and 1952. Rates for the trans- 
portation of coffee from New Orleans to Birmingham unduly 
prejudicial and unreasonable in that they exceed rates from 
New Orleans to Nashville. Fourth Sections Nos. 601 and 1952, 
in so far as they seek permission to charge more for the trans- 
portation of coffee from New Orleans to Birmingham than from 
New Orleans to Nashville. denied. No sufficient justification 
shown for according carload rate to Nashville and denying 
same to Birmingham. Basing rates on coffee to Birmingham 
on nature of container, while making no such distinction upon 
traffic to Nashville, not justified. 

No. A681, Cases Nos. 5151 and 5946. Aetna Powder Co. vs. 
Wabash R. R. et al. Rates on high explosives, C. L., from 
Aetna, Ind., to Concord Junction, Mass., found unreasonable and 
reparation awarded. 

No. A683, Case No. 3945. Globe Milling Co. vs. C. M. & St. 
P. and Case No. 3965, R. P. Keeniz & Co. vs. Same. Upon re- 
hearing, conclusions in the original reports in the above en- 
titled cases adhered to. 


LINE TO BAHAMA ISLANDS. 

The matter of a steamship line between Jackson- 
ville, Fla., and the port of Nassau, in the Bahama 
Islands, is again being agitated, the governor of the 
islands having been in recent communication with the 
Jacksonville Board of Trade. U. S. Consul W. F. Doty, 
stationed at Nassau, has reported favorably on the 
proposition at Washington. The fruit and vegetable 
trade is chiefly interested. 
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ADVANCED RATE CASE 
Decision of the Commission Expected This 
Week—What It Will Contain 


There is a feeling of certainty that by the time this 
issue of THE TRAFFIC WoRrRLD reaches the reader the 
Commission will have rendered a decision in the so-called 
eastern advanced rate case, I. and S. No. 333 and formal 
docket No. 5860, and adjourned for its summer recess. 
Adjournment of the Commission, however, is largely a 
matter of the imagination, although at this time there 
is no hearing set at Washington in which a Commissioner 
presides prior to September 28, when Mr. Meyer will 
take testimony in the ore rate investigation. 

Exactly a month and a day before that time, July 27, 
Examiner Wood begins taking testimony on car spotting 
charges. That shows why adjournment may truly be 
said to be imaginary. The spotting charge hearing is 
an important matter, so, in everything but name, the 
Commission will be proceeding right through vacation 
with at least one of the largest questions that could come 
before it. 

As to the relief to be granted under the decision, at 
this writing there has been no change in view; that is to 
say, the belief is the decision will not grant the big relief 
asked for; that it will allow higher class rates in the 
part of the country often indicated, with increases here 
and there on commodity rates which are the same as the 
class rates, but with no advances on the heavy com- 
modities as to which special inquiries have been made 
and decisions rendered in the last two years. 

The thought was that the decision would be handed 
down just at the close of the short business day of Satur- 
day, with a suggestion that it might go over until Monday 
through the inability of somebody to perform the physical 
labor needed to put the document in shape. 

There was an idea that the decision itself would be 
short, with a mass of data contained in exhibits to show 
the supports upon which different parts of the opinion 
rested. That is the form in which the New Haven and 
other recent reports have been made. 


Spotting Charge Phase. 

The early resumption on the spotting charge phase 
of the case is to be taken as corroborating the view 
heretofore often expressed, that while the decision would 
dispose of many of the tariffs in I. and S. No. 333, the 
question of how the railroads are to acquire adequate 
revenues is to be reserved for further proceedings, and 
that the proceedings are to be had without delay, so 
that the implied promise of further relief is something 
upon which the carriers can place dependence. 

That the decision would carry criticisms of the way 
the carriers have been doing business-has been foreseen 
from the start. All the suggestions of Mr. Brandeis are 
in the nature of criticisms. All the testimony of Mr. 
Thorne was a criticism. All the observations of the Com- 
mission in the tap line, the industrial railways, sugar 
lighterage, and dozens of other decisions, constitute criti- 
cisms to which reference might reasonably be expected. 

The fact that it costs many of the carriers a large 
percentage of the whole amount of money received on a 
certain line of shipments to assemble and deliver the 
shipments was brought out at the hearings. Shippers 
did not have full opportunity to present the views they 
may hold upon that subject. It is reasonable to suppose, 
attorneys for shippers said during the hearings, that there 
is another side to that phase of the subject. Whatever a 





THE TRAFFIC WORLD 133 


carrier does for a shipper, in the way of services othey 
than the mere hauling between terminals, may be called 
accessorial, but, because it is such, shippers contended, 
does not condemn it either as illegal, unreasonable or 
unduly discriminatory. 

Holding the case open for consideration of the col- 
lateral questions, gives assurance that the carriers, when 
they resume efforts to find other ways for obtaining an 
adequate revenue, will not be required to incur the heavy 
expense of again publishing tariffs as they were after 
the Commission decided that it would not reopen No. 
3400, the docket number of the Eastern Advanced Rate 
case of 1910. 


PERSONAL NOTES 


N. H. East has been appointed live stock agent of the 
Frisco lines, with headquarters at Fort Worth, Tex., suc- 
ceeding B. A. Denny, resigned. 

H. E. Cartwright is appointed auditor of disburse- 
ments of Wells, Fargo & Co., with headquarters at 817 
South Fifth avenue, Chicago, vice Mr. J. G. Innes, resigned, 
to accept service in the operating department. 

C. E. Rolfe, general freight agent of the Delaware & 
Hudson, has taken over the duties of the general eastern 
freight agent, but is still general freight agent of the 
company, assuming, with his duties as general freight 
agent, also those as general eastern freight agent. 

The following commercial agents have been appointed 
by the Cleveland, Cincinnati, Chicago & St. Louis Railway 
Co.: H. T. Yeaton, at Minneapolis, Minn.; C. W. Smith, 
at Dallas, Tex.; H. S. Buckner, at New Orleans, La.; 
J. D. Bowden, at Jacksonville, Fla.; A. F. Meyer, at Kan- 
sas City, Mo.; K. A. Moore, at Nashville, Tenn.; N. R. 
Markle, at Milwaukee, Wis.; J. J. Fahey, at Memphis, 
Tenn. 

The resignation of J. C. Whitney, president of the 
Merchants & Miners Steamship Co., has been accepted, and 
the board of directors has elected James H. Jenkins to 
fill the vacancy. Mr. Jenkins is a governor of the New 
York Stock Exchange, and was for years connected with 
the Bridgeport Steamboat Co. When that line was ab- 
sorbed by the New York, New Haven & Hartford he 
became manager of the marine department of the road. 
Mr. Whitney will return to the traffic department of the 
line as general manager, it is announced. 

W. O. Sydnor, recently appointed assistant general 
freight agent of the Chesapeake & Ohio Railway Co., cov- 
ering the territory Low Moor, Va., to Kenova, W. Va.. 
inclusive, and all branch lines, with headquarters at 
Charleston, W. Va., was born on a farm in Dinwiddie, 
County, Virginia, Dec. 18, 1858. He was assistant agent 
N. & W. Ry. (then A. M. & O.) at Bankeville, Va., Jan. 
1, 1876 to 1880; agent, Millboro, Va. (C. & O.), 1881 to 
1887; agent and yardmaster, Staunton, Va. ‘(C. & O.), 
1888 to 1895; commercial agent, C. & O., headquarters 
Staunton, Va., in charge of Shenandoah Valley territory, 
1896 to 1900; division freight agent, Staunton, Va., 1901 
to 1907; territory Cotton Hill, W. Va., on west and Char- 
lottesville and Gladstone on east; division freight agent, 
Charleston, territory from Low Moor, Va., to Kenova, 
W. Va., including Branch, 1908, to July 1, 1914. 


SAFETY FIRST. 

In furtherance of the safety first movement, :the Chi- 
cago & Northwestern Railway has adopted the plan of 
stamping in relief the motto, “Safety First” on the top 
of the rubber caps placed on all dating stamps supplied 
to ticket agents. 
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NEW HAVEN REPORT 


Commission Scores Management in Document 
Sent to the U. S. Senate 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The most patent facts with regard to the New Haven 
report, made by the Interstate Commerce Commission 
to the U. S. Senate, July 13, are that the Commission 
did not seem to be able to find one honest transaction in 
the mass of material gathered concerning the determination 
of the New Haven to dominate and monopolize the trans- 
portation system and business in New England, and that 
there is no federal law by which those responsible for 
the condition of affairs may be called to account. An- 
other is that it is the opinion of the Commission that 
of the $324,000,000 added to the capitalization of the New 
Haven in the ten years from June 30, 1903, only $120,- 
000,000 was used in improving or extending the property 
of the New Haven. The other $204,000,000, according to 
the belief of the Commissioners, was spent on operations 
“outside its railroad sphere.” 

From its investigations, the Commission believes the 
New Haven has suffered losses aggregating between $60,- 
000,000 and $90,000,000, as a result of the “financial joy 
riding’ of the management of the property. The report 
uses the phrase coined by President Wilson before his 
election. A tabulation of losses amounts to $65,871,299.61, 
with a footnote saying the company suffered a further 
loss of $3,594,500 in the recent sale of its interests in 
the Merchants’ & Miners’ Steamship Co. 

As to how much of that may be recovered, if the 
persons the Commission thinks might be sued are worth 
anything, the total is small, consisting of $303,750 over- 
paid to Thorne and Perry, the bank presidents, who, ac- 
cording to the report, took the contract to consolidate 
and build the Westchester and Port Chester properties; 
$1,524,072 spent in obtaining Westchester franchise 
changes, and $2,748,700 paid out in the Billard transac- 
tions. 





Responsibility Placed. 


Responsibility for conceiving the expansion of the 
New Haven is placed directly on Morgan, Rockefeller 
and Mellen, with the directors who did not check them 
up and demand specific information sharing the respon- 
sibility for transactions that were “morally wrong and 
criminal in their fruits.” 

As to the granting of immunity, the Commission’s 
report has a few paragraphs justifying its use of Mellen 
as its witness, claiming it always had in mind the warn- 
ing of the Department of Justice to proceed in such way 
as to avoid grants of immunity. The Commissioners set 
forth their belief that it was necessary to use Mellen 
and that his testimony fully justifies the position it took. 
The Commission has proceeded upon the idea that it is 
better to expose wrongdoing, even if in so doing it would 
be necessary to use a few witnesses whose testimony 
might bring them immunity, than, through fear of be- 
stowing immunity on some, leave facts unknown and 
uncovered and thereby give immunity to all, not only as 
to prosecution, but to the stigma of exposure as well. 

The monopoly theory upon which the New Haven 
expansion was founded is denounced as corrupt, unsound 
and mischievous in its effect. To achieve it, the report 
says, meant reckless and scandalous expenditure of 
money; it meant an attempt to control public opinion; 
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corruption of government, and an attempt to pervert the 
political and economic instincts of the people in insolent 
defiance of the law. 

“Through exposure of the methods of this monopoly 
the invisible government which has gone far in its efforts 
to dominate New England has been made visible. It 
has been clearly proven how public opinion was distorted; 
how officials who were needed and who could be bought 
were bought; how newspapers that could be subsidized 
were subsidized; how a college prof2ssor and publicists 
secretly accepted money from the New Haven while 
masking as a representative of a great American uni- 
versity and as the guardians of the interests of the people; 
how agencies of information to the public were prostituted 
wherever they could be prostituted, in order to carry out 
a scheme of private transportation monopoly imperial in 
its scope. 

Directors Criminally Negligent. 


It is inconceivable that these wrongs could have gone 
on without interference if the members of the board of 
directors had been true to the faith they owed the stock- 
holders. A number of directors appear in many instances 
to have voted without knowledge and to have approved 
the expenditure of many millions without information. 
According to the testimony of some of the directors, they 
merely approved what had been done by some committee 
or by some officer of the company. The directors’ minutes 
reveal that it was largely a body for ratification and not 
authorization, as the law intended a board of directors 
should be. 
careless in the handling of his own money as the evi- 
dence demonstrates they were in dealing with the money 
of other people. The directors actively or passively ac- 
quiesced in the efforts of the Mellen-Morgan-Rockefeller 
regime to extend the domination of this corporation over 
the whole transportation field in New England. 


“If these directors who were faithless to their stew- 
ardship were held responsible in the courts and at the 
bar of public opinion for the failure to do those things 
they should have done, the lesson to directors who do 
not direct would be very salutary. 


“Most of the directors of the New Haven accepted 
their responsibilities lightly. They failed to realize that 
tneir names gave confidence to the public and that their 
connection with the corporation led the public to invest. 
When these directors were negligent and serious losses 
resulted therefrom they were guilty of a grave dereliction 


of duty and a breach of trust that was morally wrong 


and criminal in its fruits. 


“Directors should be made individually liable to civil 
and criminal laws for the manner in which they discharge 
their trust. A corporation can be no better or worse 
than those who operate it. It should be just as grave 
a crime to plunder stockholders or the public through a 
railroad corporation as it is to “personally rob an indi- 
vidual. 


“It was found in the investigation of the New Haven 
system that there were 336 subsidiary corporations, and 
the books of the New Haven road proper reflect only a 
small part’ of the actual financial transactions of the 
railroad. Many of these subsidiary corporations served 
no purpose save an evil one. They were used to cover 
up transactions that would not bear scrutiny, and to keep 
from the eyes of public officials matters that were sought 
to be kept secret. The Commission should have the 


power to examine not only the books, records, papers and 


None of the directors would have been so. 
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correspondence of interstate carriers, but of subsidiary 
companies as well. 

“The insuring of honesty throughout the management 
of the great railroads of the country is a most important 
question before the people to-day, and only when through 
exposure of wrongdoing and an awakened public con- 
science, coupled with effective laws, this result is pro- 
duced, may railroading be placed upon the high level that 
it should occupy. The revelations in this record make 
it essential for the welfare of the nation that the reckless 
and profligate financiering which has blighted this rail- 
road system be ended, and until this is fully done there 
will be no assurance that the story of the New Haven 
will not be told again with the stockholders of some other 
railroad system as the victims. 


Significant Incidents. 

“Marked features and significant incidents in the 
loose, extravagant, and improvident administration of the 
finances of the New Haven as shown in this investigation 
are the Boston & Maine despoilment; the iniquity of the 
Westchester acquisition; the double price paid for the 
Rhode Island trolleys; the recklessness in the purchase 
of Connecticut and Massachusetts trolleys at prices ex- 
orbitantly in excess of their market value; the unwar- 
ranted expenditure of large amounts in “educating public 
opinion;’ the disposition, without knowledge of the di- 
rectors, of hundreds of thousands of dollars for influ- 
encing public sentiment; the habitual payment of. un- 
itemized vouchers without any clear specification of 
details; the confusing inter-relation of the principal com- 
pany and its subsidiaries and consequent complication of 
accounts; the practice of financial legerdemain in issuing 
large blocks of New Haven stock for notes of the New 
England Navigation Co., and manipulating these securities 
back and forth; fictitious sales of New Haven stock to 
friendly parties with the design of boosting the stock and 
unloading on the public at the higher ‘market price;’ the 
unlawful diversion of corporate funds to political organiza. 
tions; the scattering of retainers to attorneys of five states, 
who rendered no itemized bills for services and who con- 
ducted no litigation to which the railroad was a party; 
extensive use of a paid lobby in matters as to which the 
directors claim to have no information; the attempt to 
control utterances of the press by subsidizing reporters; 
payment of money and the profligate issue of free passes 
to legislators and their friends; the investment of $400,000 
in securities of a New England newspaper; the regular 
employment of political bosses in Rhode Island and other 
states, not for the purpose of having them perform any 
service, but to prevent them, as Mr. Mellen expressd it, 
from ‘becoming active on the other side;’ the retention 
by John L. Billard of more than $2,700,000 in a transac- 
tion in which the represented the New Haven and into 
which he invested not a dollar; the inability of Oakleigh 
Thorne to account for $1,032,000 of the funds of the New 
Haven intrusted to him in carrying out the Westchester 
proposition; the story of Mr. Mellen as to the distribu- 
tion of $1,200,000 for corrupt purposes in bringing about 
amendments of the Westchester and Port Chester fran- 
chises; the domination of all the affairs of this railroad 
by Mr. Morgan and Mr. Mellen, and the absolute sub- 
ordination of other members of the board of directors 
to the will of these two; the unwarranted increase of 
the New Haven liabilities from $93,000,000 in 1903 to 
$417,000,000 in 1913; the increase in floating notes from 
nothing in 1903 to approximately $40,000,000 in 1913; the 
indefensible standard of business ethics and the absence 
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of financial acumen displayed by eminent financiers in 
directing the destinies of this railroad in its attempt to 
establish a monopoly of the transportation of New Eng- 
land. A combination of all these has resulted in the 
present deplorable situation in which the affairs of this 
railroad are involved.” 


Dummy Directors. 


As to dummy directors and dummy corporations, the 
report says: “Clerks and irresponsible persons were 
drawn upon to supply the demand for dummies in the 
financial joy riding of the management of the New Ha- 
ven.” In one of the steamship companies the young lady 
stenographer was made president, and a “youth of 21 
years of age by the name of Grover Cleveland Richards 
was selected as treasurer of another company” and he 
drew a check for more than $2,000,000, and testified he 
did not know for what purpose it was drawn. 

“As a matter of law,” continues the report, “such de- 
vices are feeble and: puerile, but if the master financiers 
behind these New Haven transactions could use these sham 
methods and thus give their indorsement to the availa- 
bility of such crooked schemes to cover the true sub- 
stance and fact of financial transactions, it indicates a 
low state of financial morality.” 

It also calls attention to the fact that the New York 
Stock Exchange listed the New Haven stocks without 
knowing that the securities amounted to nothing more 
than “blue sky.” 

There is not even the credit in it all of the $36,000,000 
spent on the Westchester being an honest effort to give 
the New Haven better terminals in New York. The 
report says the New Haven has not improved its entrance 
one whit by means of that venture. 


DOINGS OF THE TRAFFIC CLUBS 





The members of the Salt Lake City Transportation 
Club, July 14, had as their guests the members of the 
Pacific Coast Freight Agents’ Association and entertained 
them at Saltair. Luncheon was served in the Ship Cafe 
at eight o’clock. The expenses were assumed by the club 
for its members and guests. This afternoon and evening 
the members, their families and guests will enjoy an outing 
at the Hermitage resort in Ogden Canyon. Baseball, danc- 
ing and a mountain trout dinner were on the program. 

The Transportation Club of Seattle, through the cour- 
tesy of the Passenger Department of the Chicago, Mil- 
waukee & St. Paul railroad, announces an excursion to Sno- 
qualmie Falls, Saturday, July 25. The club had a smoker 
and vaudeville show last Saturday. 

The Railroad Club of Kansas City has re-elected all 
its old officers, as follows: President, George E. Roe; sen- 
ior vice-president, Sam C. Wilson; junior vice-president, A. 
J. Naylor, Jr.; treasurer, Ewing Duval; secretary and 
superintendent, Claude Manlove. 

The Traffic Club of Minneapolis held its annual frolic 
to-day at Parker’s Lake. The committee provided. games 
and many other things to amuse and entertain, and there 
was to be a big picnic supper at 6:30 p. m. The sports 
were pony racing, ball game, athletics, dancing, boating, 
bathing, etc, , 

A special meeting of the Transportation Club of De- 
troit was called for to-day by the executive committee to 
take action on proposed amendments to the constitution 
and by-laws. 
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Increasing Efficiency on the Short Haul 
New devices and methods that have made good by increasing efficiency in Sele Deetive and 


other branches of traffic work. Contributions are welcomed. —,THE T 


WORLD will be pleased 


FIC 


to answer inquiries concerning any 


device or method mentioned in this department. 


LUMBER HANDLING DEVICE 


Henry C. Hilke, general superintendent of the Seattle 
Cedar Lumber Manufacturing Co., has patented a practical 
lumber piler and unpiler. 

The inspiration behind Mr. Hilke’s invention was the 
necessity for cheaply stacking lumber in high piles in 
connection with the operations of this company where 
piling space was rather limited, but his invention can be 
as successfully adapted to work in any lumber yard. 

The lumber is loaded on the rack in the piler at the 
bottom, these racks conveying material over the top and 
down the other side into the hands of the stacker. The 
stacker is able to swing boards on a level with his waist 
line, thus getting a good level, enabling him to do his 
work more rapidly and more efficiently. As the endless 
chain is moving constantly, by the time he has swung 
one end of the board around while the other end is rest- 
ing on the rack, the support has sent it far enough so 
that he can complete the operation without having to 
lift the board.at all. It simply comes off on the pile on a 
level with the top of the stack as far as it has been built 


up. 





It is claimed that the chains traveling from thirty to 
thirty-three feet a minute will deliver various sizes of 
lumber from ix4-inch to 4x24inch at the rate of from 
7,000 to 20,000 feet per hour. 


It is not necessary that any special arrangement of 
the alley be made to accommodate the machine, which 
will work on tracks, planked alleys, or, in fact, on any 
kind of alley that is ordinarily used in sawmill or lumber 
yards. The power used is electric and a simple and 
efficient system has been worked out by the manufacturer. 


While it is expected that a great deal of business 
will be done with the regular line of lumber pilers, the 
company making the device is equipped to manufacture 
special pilers for timber and for loading and unloading 
cars, and also it will expect to do considerable business 
in its elevator and lifting iron bars. 


STANDARDIZATION OF BOXES 


Packages. 
At the semi-annual meeting of the Northwestern Asso- 


ciation of Box Manufacturers at Spokane, Wash., con- 
siderable attention was given the standardization of vari- 
ous of the principal boxes locally produced. The asso- 
ciation will immediately arrange meetings with representa- 
tives of the canners’ associations of the Northwest to 
agree upon standard dimensions for all canning cases. 
Manager Knapp reported that preliminary negotiations to 
this end had already indicated a successful standardiza- 
tion of this product. He also advised that the associa- 
tion was investigating the results of the operation 
of the law in the state of Washington requiring that ber- 
ries be packed and marketed in hallocks containing 
a United States standard dry quart of 67.2 cubic 
inches or dry pint of 33.6 cubic inches. If it is found 
that the law has given satisfactory results the association 





will begin an active campaign for the adoption of similar 
laws in other western states, so that the hallocks and 
crates now standard in Washington may be uniformly 
adaptable in the territory supplied by coast factories. 

The meeting condemned the practice of selling box 
shooks on consignment and strongly favored the general 
use of the standard terms of sale adopted at the semi- 
annual meeting one year ago. 

The decision of the Interstate Commerce Commission 
in the Pridham fiber package case was reviewed and dis- 
cussed. It was agreed that the decision was not entirely 
adverse to the wood box interests and that material prog- 
ress in combating the intrusion of fiber substitutes has 
been made. The association will lend its aid in a deter- 
mination of the products to which shipments in fiber 
should be limited, and will encourage railroads and ship- 
pers in recommending the limitations of fiber containers 
for regulation by the Interstate Commerce Commission. 

The meeting favored a revision of the grading rules 
for box shooks now indorsed by the association, but felt 
that the rules pertaining to the different woods be revised 


~ by members manufacturing shooks of each of these woods. 
_It was the sentiment of all in attendance that rational 


rules to which all could work and adhere, had become a 
necessity to the industry. 

A resolution favoring the early passage of the Raker 
bill, now pending before Congress, was adopted. All 
members strongly favored the provision of this bill which 
will establish a national standard apple box 1014x11%x18 
inches, inside measurements. 

Manager Knapp reported that the association had sub- 
scribed toward perfecting this bill and obtaining its in- 
troduction. He was authorized by the resolution to urge 
members of Congress from northwest states to support 
the bill and otherwise assist in bringing it to passage 
during the present session of Congréss. Other resolutions 
pertaining to transportation and standardization received 
favorable consideration. 


DOCKS AT JACKSONVILLE. 

One of the biggest projects ever attempted in that 
part of the country is the municipal docks plan of 
Jacksonville, Fla., for which a bond issue of one and 
a half millions has been floated. The work is expected 
to start soon. The docks will afford facilities which 
will greatly influence Atlantic coast shipping, it is 
believed. 


NEW SOUTHERN STATIONS. 

Southern Railway has awarded contracts for the con- 
struction of a new combination freight and passenger de- 
pot and covered platform at North Wilkesboro, N. C., to 
take the place of old combination depot recently destroyed 
by fire; a new frame combination freight and passenger 
depot at Bath, S. C., to take the place of the old station 
recently destroyed by fire; and a new frame freight depot 
at Huntington, Ind. This last proposition carries with it 
necessary track changes and construction of new tracks to 
serve new building as well as the overhauling and changing 
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We build the strongest machine of this type ever produced. We anticipate abuse 
and hard work. Everything is simple, all mechanical parts accessible. Single reduc- 
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the old combination depot now in use at that point into a 
passenger depot. A new frame combination freight and 
passenger depot at Ninety-Six, S. C., has been authorized 
and bids are being solicited. 


REVIVAL OF RIVER TRAFFIC. 


Believing that the self-propelled steel barge will re- 
vive the freight traffic on the Mississippi River, the In- 
dependent Baking Co. of Davenport, Ia., has ordered 90 
tons of sugar to be brought from New Orleans. This is 
the trial run of the new type of river vessels. 


IMPROVEMENTS ON A. G. S. 


Improvements at Tuscaloosa and Akron, Ala., have 
been authorized by the Alabama Great Southern Railroad. 
At Tuscaloosa a new passing track will be constructed 
north of the depot and the switching lead will be ex- 
tended. At Akron the track serving the depot will be 
extended 200 feet north and 2,417 feet south. The passing 
track will be extended 1,403 feet north and two storage 
tracks, 1,700 feet and 1,518 feet in length, will be con- 
structed. There will also be constructed a cinder pit 
track 600 feet long and depressed track 400 feet long. 
Akron is a junction point with Southern Railway and is 
also a terminal for A. G. S. local freight trains. The 
improvements to be made are for the purpose of providing 
for better handling of present business and for increased 
business in the future. 


MINOR ORDERS 





The following complaints have been dismissed by the 
Interstate Commerce Commission: 

6122. American Motor Co. vs. New York, New Haven 
& Hartford et al. No prosecution. 

6353. Hartley & Co. vs, New York, New Haven & 
Hartford et al, 

6555. Alamo Iron Works vs. Pennsylvania R. R. Co. 
et al. Complainant’s request. 

5171. The K. & P. Lumber Co. vs. Kansas City South- 
ern et al. and Sub. No. 1, Illingworth, Ingram & Co., Ltd., 
vs. same. Complainant’s request. 

6586. Foster Lumber Co. vs. Kansas City Southern et 
al. Complainant’s request. 

6541. Commercial Acid Co. vs. Illinois Central et al. 
Complainant’s request. 

5772. Turner Creamery Co. vs, Chicago, Milwaukee & 
St. Paul. Complainant’s request. 


6361. A. Wyckoff & Sons Co. vs. Chesapeake & Ohio - 


et al. Complainant’s request. 

6091 and Sub. No. 1. B. Johnson & Son vs. C. & O. et 
al. Overcharge refunded. 

5529. Loew Manufacturing Co. vs. Lake Shore & 
Michigan Southern et al. Complainant’s request. . 

6787. H. P. Snyder Mfg. Co. et al. vs. Lake Shore & 
Michigan Southern et al. Complainant’s request. 

6511. S. F. Bowser & Co., Inc., vs. Grand Rapids & 
Indiana et al., and Sub No. 1 vs. Pennsylvania Co.; Sub 
No. 2 vs. G. R. & I., Sub No. 3 vs. Pennsylvania Co. and Sub 
No. 4 vs. G. R. & I. Complainants’ requests. 


Cases Reopened. 


The following cases have been reopened: 

6204. Seattle Shingle Co. et al. vs. Chicago, Milwau- 
kee & St. Paul et al., to determine whether there has been 
any change in the situation covered by the Commission’s 
report of May 5, 1914, since the issuance thereof. 
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352 I. and S. Rates on tomatoes from Jacksonville, 
Fla., to Kansas City and other points. To be heard in con- 
nection with I. and S. No. 393, rates on tomatoes from 
Jacksonville to St. Paul. 

238 I. and S. Kansas-California flour rates for further 
arguments. 

3 Reparation Orders. 


Reparation orders have been made as follows: 

4703. J. E. Bryant Co. vs. Fort Worth & Denver City 
et al., $889.22, with interest from January 1, 1912, on ship- 
ments of bananas, New Orleans to Amarillo, La. 

5486. Brown-Roberts Hardware & Supply Co., Ltd., vs. 
Louisiana Ry. & Navigation Co. et al., $131.80 and interest 
from July 1, 1912, on account of unreasonable rate on 
loaded shells from Bridgeport and New Haven, Conn., to 
Alexandria, La. 

3944. Price Cereal Products Co. and Northern IIli- 
nois Cereal Co. vs, Chicago & Alton et al. Various sums 
from various companies. 


Other Action. 

The Commission has refused to reopen No. 6269, 
Stuart’s Draft Milling Co. et al. vs. Southern Ry. Co. et al. 

The Commission has reinstated No. 5487, Mayor and 
Council of Douglas, Ga., and Board of Trade of Douglas, 
Ga., vs, Atlanta, Birmingham & Atlantic, and fixed October 
1 as the effective date of the order therein. 

July 15, on complainants’ motions, the following com- 
plaints were dismissed by the Interstate Commerce Com- 
mission: 

6581, 6150, 6696, 6657 and 6604. W. T. Rawleigh Medi- 
cal Co. v. Chicago & Northwestern et al. 

6836. Ruemmeli-Dawley Mfg. Co. vs. Missouri Pacific 
et al. 

6548. Squire Dingee Company vs. Chicago & North- 
western. 

6608. The Birkett Mills vs, New York Central & Hud- 
son River et al. and Sub. Nos. 1 and 2, same vs. same. 


EXPRESS CLASSIFICATION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Commission has decided to make no change in 
express classification on bread, yeast and bakery prod- 
ucts. So far as the Commission is concerned, the classifi- 
cation will remain 75 per cent of the second class, with a 
minimum of 25 cents, which is the same as the rate on 
other foodstuffs. The National Association of Master Bak- 
ers and others asked that the rating be made not more than 
€5 per cent. The unreported opinion, No. A-671, in which 
this matter is treated, says the evidence submitted in the 
Commissicn’s own investigation shows that the new classi- 
fication will result in increasing interstate rates on bread 
4.2 per cent and on state business 12.1 per cent. But in 
none of the testimony, the Commission holds, can it find 
good reason why it should readjust the new classification 
made by it. Then it adds this sentence: 

“Such reports (the Commission’s on express investiga- 
tion) also show that while the Commission’s conclusion is 
that 75 per cent of the merchandise rate would yield a fair 
and reasonable rate upon foodstuffs, other rates may be 
made to meet traffic needs and develop industry.” 

The proceeding, based upon the application to inter- 
vene of the National Association of Master Bakers, has 
been discontinued, it is announced, with the additional an- 
nouncement that Commissioner Clark took no part in the 
decision. 
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You Who Work for a Living Will Be Interested in This Story 


On the first of January, a man who had been em- 
ployed by the Baltimore and Ohio Railroad, in one of 
the important departments in the general offices at 
Baltimore, stepped into the office of the Superintend- 
ent and said: 


“Mr. Superintendent, ’Pve been with the B. & O. for 
fourteen years today. I’ve been a faithful and efficient 
—— and I would like to have more money than I am 
getting. 


The Superintendent replied : 


“Mr. Ross, I appreciate the fact that you have been with 
the road fourteen years and I know that you have a clean 
record. In fact, I believe you were with the B. & O. for eight 
years before I came here, and for six years before | ever did 
any railroad work at all. i know you are competent to do 
the work you are doing, and I am perfectly willing to recom- 
mend an advancement for you, but not for the work you are 
doing now. I am not authorized to pay any more for that work 
than you are now getting; if I were, you would have been 
getting it long ago. But I tell you what I will do. I will give 
you another job that pays more money. 


‘‘What other job around here can you fill?” 


That last question was a stunner! What other job around 
there could this man fill when he had been at one desk all 
his life, doing only one kind of work? The result of the inter- 
view was that this perfectly capable, sober and honest man 
had to remain at his old job; not because the superintendent 
was unwilling to advance him, not because there was no better 
job in that office, but BECAUSE THE MAN WAS NOT 
CAPABLE OF FILLING ANY OTHER JOB. In other words, 
opportunity knocked at his door, found him unprepared for the 
call, and had to pass on without entering. 


How about your own case? Where would you be if oppor- 
tunity knocked at your door, or if you went out and found Mr. 
“Opportunity” and cornered him for an interview? 


Suppose this B. & O. R. R. man had been putting in, say, 
only one hour each evening—probably the hour he actually 
wasted in amusement or idleness, during all these fourteen 
years, preparing himself for a better place? Suppose he had 
been able to say to the superintendent: 


“1 can fill either one of those vacancies In the tariff bureau, 
which must be filled shortly;” or, “I can fill Jones’ job in the 
Accounting Department when he is promoted the first of the 
month.” 

What first would have been necessary to enable him to 
have made such statements? PREPARATION, COMPETENCY 
AND TRAINING. 

How often have you heard it said that men usually stay 
at one desk a natural lifetime in the railroad business? Do 
you know the real reason why railroad men remain at one 
desk always? The trouble is not with the railroads. It is with 
the men themselves. Consider, for example, Jas. J. Hill, who 
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arose from talannnet operator to Seasthens of the Great North- 
ern Railway; Samuel Rea, who began as Chainman and Rod- 
man and arose to the Presidency of the Pennsylvania Rall- 
road, and Wm. J. Harahan, President of the Seaboard Air Line 
Railway, who began as office boy for the superintendent of the 
L. & N. R. R. Do you suppose these big railroad men could 
have advanced as they have without study and preparation? 


NEW JOBS NOW OPEN 
Earn From $35 to $100 Weekly as 
TRAFFIC MANAGERS 


Modern transportation is a jungle of routes and rates, call- 
ing for specialists, who, like the pathfinders of old, have expert 
knowledge of the trails of traffic. How to route shipment to 
obtain shortest mileage and quickest deliveries and how to 
classify goods to obtain lowest rates are two vital factors in 
business competition. The man who knows how is so valuable 
? his employer that he commands respect and big remunera- 
ion. 


New and Uncrowded Profession 


There are half a million LARGE SHIPPERS in the United 
States. Practically every one of them needs an expert traffic 
man, and this need is recognized as never before because of 
the recently enacted railroad rate laws and interstate com- 
merce regulations. The demand for trained and efficient traffic 
men is many times greater than the supply. There’s room 
for you. i 
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TIME FOR UNLOADING 


Editor THE TRAFFIC WORLD: 
Referring to article in your July 11 edition, relating 
to “Helping Avoid Car Shortage:” We note carefully 





what Mr. O. C. Smith, superintendent of transportation - 


of the M., K. & T., says on the subject. He undoubtedly 
is right in what he says, but he only tells half of what 
he should have said. : 

He should have added that extra time for unloading 
should be allowed for large cars on certain commodities, 
where large cars are loaded to their full capacity. His 
article would have been more complete. 

‘Shippers and receivers very often order three cars 
and load nearly minimum, when two cars loaded to ca- 
pacity would fill the order, for the reason that they can- 
not load or unload a large car that is loaded to its ca- 
pacity in the 48 hours allowed. We know what we are 
talking about, because many times we have ordered smaller 
loads for the reason stated above, and we think that the 
Interstate Commerce Commission or state commission 
should take this matter under consideration. 

Wilbur Lumber Co., 
By Geo. H. Wilbur, Secretary-Treasurer. 
Milwaukee, Wis., July 13, 1914. 


HELP BY HEAVIER LOADING 


Editor THe TRAFFIC WORLD: 

We believe that you will be interested in the enclosed 
circular letters which have to-day been sent to all mem- 
bers of the Lumbermen’s Association of Chicago.. The 
letter, “The Lumbermen and the Railroads,” will not only 
be sent out by the Association, but will also be enclosed in 
regular mail under the individual firm’s letterheads, thus 
reaching as mdny as possible. 

It has been felt by our members that now is the time 
to spread the propaganda relative to heavier loading, so 
that it might not only be drilled in for this fall but might 
continue for all time. 

The article in your last issue on this point was fine. 
Keep digging at it hard, and everyone of us will prac- 
tise it. 

Chicago, Ill., July 16, 1914. A. Fletcher Marsh. 

Following are the circular letters referred to in the 
above communication: 


Co-Operation—A Chance to Help. 

An opportunity is now presented for every member of 
the Lumbermen’s Association of Chicago to help the rail- 
roads increase their earnings, irrespective of the rate 
advance decision. This may be done with little or no 
expense to you, but with tremendous appreciation on the 
part of our railroad friends. 

We refer to heavier loading of cars. With the be- 
ginning of the grain movement there is going to be an 
increasing difficulty on the part of the carriers to fur- 
nish box cars for all concerned, the equipment this year 





“Wenn viner fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 











being in worse condition than usual. The railroads are 
making an extra special effort to have cars loaded to abso- 
lute full capacity. What it means to the railroads in 
actual earnings may be seen from the following example: 

If you ship three carloads of lumber, each weighing 
60,000 pounds, moving on a 20c rate to Chicago, in place 
of shipping four cars of 45,000 pounds on the same rate; 
you will not only save one additional car to be loaded for 
the other orders, but the elimination of the one car will 
save for the railroads the entire fue] cost for hauling the 
average freight train sixty-five miles. That means money 
in the pockets of the railroads, and whatever may be your 
opinion of the rate advance. question, you certainly ap- 
preciate that this one saving to them, by our co-opera- 
tion, will be of tremendous help at this most critical time: 

This help may be given the railroads by sending 
maximum carload orders to the mills, and with specific 
request that cars be loaded hurriedly, and that flat or 
gondola cars be used wherever possible. 

At the same time, remember the consumer. Remind 
him of the big crop movement, the demand for box 
cars to move the crops, and of what it means to the rail- 
roads and to the present business conditions to aid all 
possible. by unloading cars promptly. Get your customers 
to give you orders for maximum carloads and you will be 
doing your share to aid not only the railroads but also 
yourself and your customers by aiding general business 
conditions. Co-operation, like charity, begins at home. 
Let’s start it right. Let the largest lumber market in 
the. world do its uttermost to aid the railroads during the 
present crisis. 

Lumbermen’s Association of Chicago, 
Traffic Committee. E. E. Hooper, Secy. 
A. Fletcher Marsh, Chairman. 

P. S.—Note the sample letter enclosed which can be 
sent out to the mills. Copies of this letter, written on the 
association letterhead, may be secured from the secretary 
free, or may be sent out on your own letterhead, at small 
cost, through arrangements with the secretary. 


The Lumbermen and the Railroads. 

The railroads have asked for help. Despatches from 
Washington relate to the rate advance decision all point 
to the increased cost of operating as the controling factor 
in the railroads’ request for additional rate advances. 
Whether you agree with the carriers or not, you will ree- 
ognize the justness of their appeal for co-operation from 
shippers which will allow them to conduct their business 
at less cost to themselves, to the shippers and to the en- 
tire country. 

There is one way in which we, as lumber shippers, can 
aid. Did you ever figure, for instance, the importance to 
the railroads of your loading 60,000 pounds in a car in 
place of 45,000 pounds? On a shipment to Chicago, on a 
20c rate, with just the difference of 15,000 pounds in the 
loading of three cars with 60,000 pounds in place of four 
cars with 45,000 pounds there is a saving to the railroads 
of enough money to haul the average freight train sixty- 
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Handling Devices are recog- 
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—one for almost every purpose. 

Our patents cover the best-known and most successful 
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gravity and power. 
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facturers, wholesalers, jobbers and handlers of every known 
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Every industry has its handling problem, involving a large 
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Send for our catalog covering equipment for handling mis- 
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Superior), also between Sault Ste. Marie and Owen Sound (and intermediate ports in North Channel— 
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Duluth, Ft. William, Port Arthur, Bayfield, 


Owen Sound, Ashland, Sault Ste. Marie 


For Freight Tariffs, Descriptive Literature, Schedules and full information, call on or write 


L. P. HOGSTAD, Superintendent 
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five miles, that is to pay the entire fuel cost. That is a 
large saving in itself, but that is not all by any means. 

How much have you lost in periods of car shortage 
through inability to secure cars? How greatly have you 
been forced to reduce your mill capacity through that 
same inability to secure cars? How much valuable time 
have you lost during the fall months when time was so 
precious? Think these things over and then impress them 
on your mill men from top to bottom, letting them know 
the actual meaning of the conditions. Let them appreci- 
ate that a shipment of four cars each of 45,000 pounds 
could almost as easily be placed in three cars of 60,000 
and thus leave o more car for an additional load or 
another order. To-day it is the terminal charges which 
are so heavy and these are usually figured on a per car 
basis, and the decrease of twenty-five per cent in the 
terminal charges is most important. 

The day of co-operating with. the railroads has come, 
and the day of misunderstanding should have passed. 
Whether or not the lumbermen will lead in the movement 
or drag along behind depends upon your attitude. The 
issue has been placed squarely before us and it is now 
up to each one of us to do our uttermost. 

Chicago lumbermen will do all in their power to send 
to the mills the maximum carload orders, and when the 
railroads appreciate that you are joining them in their 
efforts to save money, they in turn will aid you in fur- 
nishing as many cars as possible. 

We confidently believe that you will be glad to do all 
in your power to aid the carriers and at the same time to 
help along the general business conditions throughout 
the entire country. 


CONSULAR AND TRADE REPORTS 





Small American Trade. 

The harbor and wharves of Dairen are excellent and 
are being improved and extended each year. Ocean-going 
vessels drawing 28 feet can enter the harbor and dis- 
charge cargo at the quay at all seasons, while the harbors 
of Newchang, Tientsin, Vladivostok and Antung are 
frozen during the winter. 

There is little direct trade with the United States, 
owing to the lack of direct steamship connections. Ships 
laden with American kerosene oil frequently arrive direct 
from the United States, but usually fly the British flag; 
and shipments of flour in foreign bottoms sometimes come 
direct from Tacoma, Wash. In 1913 the second merchant 
ship flying the American flag to enter this port since it 
was opened to trade arrived at Dairen with a cargo of 
2,500 tons of beans shipped from Vladivostok. 


Proposed Harbor Work, 


As foreshadowed some time ago, certain construction 
work has now been decided upon in the Russian Far East. 
In an interview with Engineer G. L. Faierman, he stated 
that a port will be constructed at Alexandrovsk, Saghalin, 
at government expense. Its cost will be $3,000,000, and 
it provides for a possible annual output from local coal 
mines of 806,000 tons. 

In June, 1914, the port of Nicolaevsk will be turned 
over to the Ministry of Commerce and Manufactures. 
Engineer G. L. Faierman has been appointed chief con- 
structor of this port. A dredging fleet costing $515,000 has 


been ordered for Nicolaevsk, and dredging will begin not 
later than the beginning of navigation in 1916, perhaps 
before. 


During the 1914 navigation period the way from 
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Nicolaevsk to Palevo stream will be properly marked 
to enable ships going to Mago ‘to take several million 
poods (pood equals 36.1128 pounds) of beans, which are 
being shipped to that point via the Amur River, instead 
of as heretofore by rail to Vladivostok. 

During the 1914 navigation period Tetiuhe Bay will be 
investigated by Engineer F. S. Saloff with a view to its 
improvement at an early date. 


Shipping Accommodations. 

Shipping at the harbor of Nice is growing in im- 
portance, and the improvements of the last few years 
have made it the commercial harbor of this district, while 
Cannes is still the favorite port of many yachtsmen, who 
go there for the winter season. 

The shipping of the ports of the Department of the 
Maritime Alps, entries and clearances combined, amount- 
ed to 3,013 vessels, with an aggregate registered tonnage 
of 1,044,928 and 358,541 tons of merchandise, including do- 
mestic as well as foreign products. Compared with 1912, 
there was an increase of 13 vessels, 88,435 tons in the 
registered tonnage, and an increase of 18,671 tons of cargo. 
The customs fees exceeded those of 1912 by more than 
$2,000. 

A commercial association at Grasse is planning to im- 
prove the unloading facilities at Cannes, in order to have 
direct rail connection with that port instead of having 
freight transferred from the harbor through the city of 
Cannes to the railway station. If this project is carried 
out, the heavy merchandise now: sent through Nice and 
Marseilles for the factories at Grasse will be landed at 


Cannes. 


Villefranche is visited during the winter season by 
large trans-Atlantic steamers which bring passengers 
direct from New York to the Riveria, but these steamers 
carry passengers only. 


Transportation Facilities. 


British East Africa is fortunate in the possession of 
several spacious harbors, although to date Mombasa is the 
port of entry and exit for fully 95 per cent of the foreign 
trade of the protectorates. From this seaport the Uganda 
railway leads inland 584 miles to Victoria Nyanza, where 
a fleet of vessels is run in connection with the railroad. 
Lakes Victoria and Chiogo are connected by means of the 
Busogo railway, a line of 61 miles in length. Over Chiogo 
Lake runs another fleet of boats, which carry the trade 
of a populous and prosperous section of the Uganda pro- 
tectorate. The Magadi branch of the Uganda Railway - 
taps the soda deposits of Lake Magadi and the Thika 
Tramway extends from Nairobi to Fort Hall through 31 
miles of prosperous plantations. 

Notwithstanding the great economic advantage of the 
Uganda railway and the lake fleets run in connection with 
it, the need is still one of more capital to meet the im- 
perative demand for railway extehsion. There is now a 
great shortage of rolling stock, and the volume of busi- 
ness of the colonies is becoming so vast that it is only 
a question of time until the double tracking of the railroad 
will be seriously considered. 


Over-Sea Shipping Facilities. 


The port of Mombasa has direct shipping connections 
with Europe by means of six steamship lines, representing 
English, French, German and Italian companies. There 
are regular sailings from Europe, but owing to an awkward 
adjustment of schedules the arrivals of ships are not 
evenly distributed, so as to provide the good service that 
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could otherwise be had. The German line and one English 
company have a service with India, thus bringing the great 
interests of southern Asia into close touch with the East 
African protectorates. Rarely does a ship reach Mombasa 
in direct sailing from America. The result is that Ameri- 
can goods suffer great delays in transhipment in European 
ports. 

In 1913 steam vessels to the number of 862 entered and 
cleared the port of Mombasa. Of this number 453 are 
credited to the harbor of Mombasa and 409 to that of Kil- 
indini. The dhow traffic is considerable, but statistics 
thereon are not available. 


Portuguese East Africa. 


It was stated in last year’s report that the great sea 
wall at Lourenco Marques, for the construction of which 
the largest traveling jib crane in the world had been pri- 
marily imported, had been condemned by engineers and 
abandoned, leaving the crane marooned. After the date 
of that writing work was resumed on the wall in spite 
of the condemnation, and it is now nearing completion. 
This wall is a curiosity. It is built, without foundation, 
of 30-ton blocks of concrete. When the crane is in op- 
eration the wall sags and rises visibly. It is cracked in 
places, with fissures half a foot wide. Yet it does not 
fall, and once completed and the reclaimed area filled 
in, it Dids fair to stand as long as any of the average 
works of man. isidi- pel 


The renewing of the old wooden wharf, which is be 
ing replaced by concrete, has proceeded steadily, and the 
work is pronounced by visiting experts to be of the first 
order. In short, the local wharf engineers deserve much 
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credit for the progress made during the year, especially 
for the excellent concrete foundation for the coaling plant, 
which stands on concrete piles, some of which are driven 
to a depth of 60 feet. 


Shipping Lines—Parcel Post. 


The necessary transshipment at European ports of 
American goods destined for northern Syria, and the con- 
sequent damage in rough handling, has heretofore been 
one of the great drawbacks to the development of Ameri- 
can import trade here. This may be eliminated in many 
cases by the establishment of direct service between 
New York and various points of the Levant which has 
lately been put on by the American-Levant Line. The 
Austro-Amerikana Steamship Co. and the Hamburg-Ameri- 
can Line, with transshipments at Trieste and Smyrna, 
respectively, make good connections with Syrian ports. 

Many small packages of merchandise may be sent to 
Aleppo from the United States by parcel post. Austria, 
Italy and France have post offices at Alexandretta and 
Tripoli, Syria, and packages may be forwarded through 
either of these services, the agent of the consignee taking 
delivery at those points. Rates may be had on applica- 
tion at any United States post office. Parcels may also 
be forwarded direct to Aleppo by marking them “Via 
Austria and Roumania, Postes Ottomanes,” in addition to 
the name and address of the consignee. 





POSITIONS WANTED OR OPEN 





EXPERT RATE AND CLAIM MAN, at present Au- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference. 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, III. 


SELLER MAIO I IE AOR ODA A OA A NE RN SALTER ANE PRNS TE 


Fxpert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and stee] company, desires to 
make new connection with large industrial or commercial 
concern, where exceptional ability and experience are. 
absolutely essential. Reliable reference. Age 31; mar 
ried; temperate. B. A. 41, The Traffic World, Chicago, III. 
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THE BIGNESS OF SMALL THINGS 


The long, serpentine train, the big, puffing 
locomotive would be useless without the tiny 
throttle in the engineer’s hand. 


The miles of wire and miles of track can be 
paralyzed by the “sudden illness” of a tele- 
graph key. 

Which proves the vital bigness of small things. 


“National” gummed sealing tape is the small- 
est part of each of the millions of packages 
sent by the army of shippers who pack their 
goods “The National Way.” 


But in no other way is it possible to achieve - 


such economy and reliability; so much cer- 
tainty of delivery without pilfering or con- 
cealed loss. 


National Binding Machine Co. * 


This is the result of our years of “efficiency 
specialization” on packing and shipping prob- 
lems. 

Ours is the one Institution that has created 
not only a new industry—gummed sealing 
tape; not only new methods—the efficient, 
economical “National Way”; but also a new 
profession, a staff of “Packing Engineers.” 
They are daily helping both railroads and 
shippers to reduce shortage claims, packing 
and shipping costs. 

All this information is freely at the disposal of 
anyone interested. 
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For carrying money and jew- 
els, the express employs fire- 
proof steel safes. 


For horses and other valuable 
livestock, the express provides ! 
stable-cars — with separate 
stalls. 


Specialized ‘Transportation : 
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to the character of the shipment. 


The express affords your goods, 
specialized transportation—a serv- . 
ice of efficient facilities. 


Speed Your Goods by Express 
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